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CORRUGATED IRON BUILDING COMPLETE. 


CORRUGATED IRON ROOFS we refer to Buildings in the New York Navy Yard, the New of the New Jersey Railroad and Transportation Company at Jersey 
City, Capitol Extension at Washington, U. 8, Custom Houses, etc., im various paulo ot ° UNITED STATES. 


The subscribers have constantly on hand and for sale : 


Gaivanized RAILROAD SPIKES, Galvanized HOOP IRON, Galvanized SHEATHING NAILS, 
Galvanized SHIP SPIKES, Galvanized CUT and WROUGHT NAILS,| Galvanized RIVETS, 

Galvanized SLATING NAILS, Galvanized WIRE, Galvanized SHEET IRON, of all Widths 
Galvanized LIGHTNING RODS. Galvanized SCREWS, and Gauges. 


CORRUGATED SECHIET IRON FOR ROOFING. 
PLUMBERS AND STEAMFITTERS’ BRASS WORK. 
SHOT, PIPE AND SHEET LEAD. 

Pig Lead, Pig Iron, Sheet Iron, Tin Plates, Spelter, Banca and Straité 
Tin, Ingot Copper, Brazier’s Sheets, and other Metals. 


MARSHALL LEFFERTS & BROTHER, 
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(Continued from p. 627.) 

It is true the progress of the railroad system has 
been very rapid within the last ten or twelve 
years; yet there could not have been wanting 
that emulation in the profession that would lead 
to the investigation of every available point for 
the improvement of the system, nor were they al- 
lowed to lose sight of this question ; for as the 
majority of the Commission state, Mr. Tredgold 
early drew the attention of the profession to it. 
May it not, therefore, be more reasonable to at- 
tribute the reluctance to adopting a material in- 
Crease of width of track to the absence of any 
Necessity from inconvenience or ill effects in the 
harrower—or in other words, to a conviction from 
experience that the narrower has answered and 
does answer every purpose? I think so. The only 
roads that I know of greater width of track than 
that I propose here,—are two short ones in Scotland 
Connected with each other, which are 5 feet 6 inches; 
and the reason given by the Engineer for increasing 
beyond the’ customary width in Scotland, which 


is only four feet six inches, was to give more space 
for the construction of engines; yet the engines 
of these roads are not of greater dimensions or 
power, than some on roads of only 4 feet 8} inches. 
One short road in Ireland, as recommended | by 
the Irish committee, adopted in 1836 the gauge of 
6 feet 2 inches. The Great Western railway 
adopted their gauge in 1835. The Tsarskoe-Selo 
railroad adopted in 1836 a gauge of 6 feet. Those 
that may have been built under the order of the 
Government of Baden, and Darmstadt. of 5 feet 3 
inches, and one in the United States of 6 feet, 
which unusual width was adopted, I feel certain, 
more from a supposed future advantage, rather 
than any knowledge of actuai advantages, or even 
inconvenience attending the narrower; and be- 
cause it was believed that there existed a tendency 
to increase elsewhere. In a recent conversation 
with one of the ablest engineers of this road, he 
told me he was satisfied, (there being some 40 
miles in operation, ) that there were no advantages 
in this increase of width, commensurate with its 
increased cost, and this was the more serious, be- 
cause it is one of the longest roads in the United 
States, having a line of five hundred miles, 

Now since the law restricting the width in 
England to 4 feet 84 inches, was repealed in 1836, 
there have been several roads constructed of that 
width, and five varying from that width, but not 
exceeding that which I propose here; that is five 
feet—yet they had the example of 5 feet 6 inches 
in Scotland ; 6 feet here, 6 feet 2 inches in Ireland, 
and 7 feet in England. 

This does not seem to me to justify the conclu- 
sion that there exists a general tendency from ex- 
perience to go beyond 5 feet. There is another 
reason, and perhaps the one which operates the 
strongest in the minds of the majority of the com- 
mission; I know it does with all others who are 
in favor of wide tracks—which is an impression 
that the progress uf improvement in the construc- 
tion of engines, rather than any present positive 
necessity, may require an increased width of 
track to be availed of, and hence a desire to pro- 
vide for this possible, or perhaps probable con- 
tingency. 

This is a proper and wise consideration, but be- 
fore we make any present sacrifice for a supposed 





future advantage, it it well to examine into the 





probabilities of such a contingency. The loco- 
motive engine is dependent for its power and util- 
ity upon two well known principles: first for its 
power, upon the capacity of its boiler to generate 
steam, which is strictly in proportion to the 
amount of steam-heating surface in the boiler, 
limited always by the proper ratio of that surface 
to the capacity of the furnace grate to generate 
heat ; second for its utility or means of applying 
its power to purposes of locomotion on the road, 
upon the adhesion of its wheels to the rails, which 
is also strictly in proportion to the weight of those 
wheels, limited by the capacity of the rails to bear 
this weight. These are the simple principles 
upon which this machine acts; it is to this alone 
we must look for material improvements ; and for 
the probable future improvement here, we cannot 
perhaps do better than look back, and see what 
has been the course of improvement from its first 
introduction to the present day. This may throw 
some light upon the possibility or probability of 
the necessity of a wider track to avail of future 
improvements. 


The locomotive engine was first introduced on 
railroads in England in 1804-38 years ago, but 
was encumbered with contrivances to provide for 
a supposed deficiency in the hold, or adhesion: of 
the wheels upon the rails, to effect its locomotion, 
that it was scarcely avoidable for any useful pur- 
pose till stripped of all these contrivances,, (of 
which there were several very ingenious ones,) in , 
1814, 28 years ago, and left to act simply, as i 
has ever since, and does now, by the adhesion of 
the plain surfaces of the wheels upon the rails. 

This engine, thus improved, continued to be in- 
troduced and employed carefully without material 
alteration until 1829, just previous to the opening 
of the Liverpool and Manchester railway. So far 
as respects the mode of applying its power for 
the purposes of locomotion, it was as perfect as 
the present engine. The limit to its effect up to 
this time, 1829, was the want of capacity’ in the 
boiler to generate steam fast enough to supply the 
cylinders for a greater velocity than some six 
miles per hour. Even this engine was capable of 
moving the maximum load due to its weight, 
which is as much as the present engine can move; 
but the deficiency in the evaporating power of the 
boiler rendered it impossible to move with any 
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speed. The dimensions of its boiler had been in- 
creased with a view to improve the deficiency to 
the capacity of the rails to bear the weight.—Still 
the velocity was limited to about 6 or 8 miles per 
hour. 

In 1829, Mr. R. Stephenson produced an engine 
for trial on the Liverpool and Manchester railroad, 
in which he had introduced an entirely new mode 
of creating and augmenting the capacity of boilers 
to generate steam, by a series of small tubes to 
convey the heat from the fire space through the 
water to the chimney, whereby he was at once en- 
abled to produce the maximum effect due to the 
dimensions of the boilers, and thus, by this step, 
enabled that road to commence its operafions in 
1830 with useful effect, at velocities of at least 20 
miles per hour; in fact, the maximum velocity 
due to the power, (weight,) of the engine, and, I 
may say, the present engine, limited, as it was 
then to a weight deemed to be all that the rails 
could bear. The only material alteration from 
that time to this, as affecting the power of the en- 
gine, has been to increase the capacity of the rail 
to bear weight, and keep the weight of the en- 
gine up to this capacity. Now, was this great 
step in the improvement of the evaporating power 
of the engine in 1829, effected by increased di- 
mensions of the boiler requiring increased width 
of space to accommodate it? No—quite the re- 
verse. This great, and I may say, only material 
improvement, (for the others since have been 
minor, and followed as the natural consequences 
of it;) had for its object the producing of a greater 
evaporating power with diminished dimensions 
of boiler, which was accomplished. Thus the 
very first engine built upon this principle being 
limited by the conditions of the trial, weighed 
only 444 tons, yet had an evaporating power 
greater than all others up to that time, weighing 
from 8 to 10 tons. 

Another important effect produced by this im- 
provement, in 1829, was the great economy of fuel 
with which this extraordinary power was pro- 
duced. As this system of tubes leads at once to 
the means of adopting the most useful ratio of the 
heating surface in the boiler to the capacity of the 
furnace, (grate surface, ) to generate heat; and if 
I except the simplifying of the machine, by strip- 
ping it of all unnecessary parts; the various 
changes; the various ratios of the heating and 
grate surfaces, with a view @ arrive at the 
maximum effect; the improvement in the manu- 
_ facture of the materials and the improvement in 
the mechanical skill in putting them together. 
None of these I venture to say were ever limited 
by want of more space in the width of track than 
I propose. 

The only alteration in the application of steam 
power to railroads since 1880, has been improve- 
ment in the mode of using it, rather than an ¢m- 
provement in the machine itself—that is, by in- 
creasing the power of the engine, (not improving 
it,) which has always been attended by a propor- 
tional increase of weight, and increased strength 
of rail to bear this weight ; and thus the progress 
of improvement has been principally to increase 
the capacity of the rail to bear this weight and in- 
crease the power of the engine, (not improve it,) 
by keeping its weight up to this capacity until 
we have arrived at that point where the commis“ 


a rail of sixty pounds to the yard is all that can 
be necessary to serve the purposes of the St. Pe- 
tersburg and Moscow railroad. Now if engines 
can be built of the maximum power due to this 
weight of rail with the width of track I propose ; 
of which there can be no doubt, for they are built 
of. this power for tracks of even less width, is it 
necessary to increase the width for this purpose ? 
T must say, no. Is it probable that in future im- 
provements, (not increase of power,) but increas- 
ed dimensions requiring increased width of track 
will be the result? Was this the result in the 
great step in the improvement in 1829 ?—WNo ; on 
the contrary, as I have said before, this improve- 
merit had for its object—it was a necessary condi- 
tion to its being an improvement—to produce 
greater useful effect with less dimensions, and this 
was the great point accomplished. It would 
hardly be considered an improvement in this loco- 
motive machine to increase its bulk and weight, 
without increasing its power; and since this power 
is now limited by the weight of the rail—and I 
know engines can be built for a five feet track of 
the maximum power that the 60 Ibs. rail can bear. 
I cannot see, that present necessity, or probable 
future advantages require a greater width than 
Jive feet. 

Having thus attempted to show that neither the 
result of experience, nor probable future advan- 
tages, call for a greater width of track than I pro- 
pose, I will now proceed to examine the reasons 
given by the majority of the Commission for their 
preference of the siz feet track over that of five, 

1st. That an increase of width of one foot allows 
diameter of the wheels to be increased without 
danger, thereby lessening the friction and resist- 
ance in the same proportion. In addition to what 
I said on this subject in my communication of the 
9th September last, to which I respectfully refer, 
I would observe that if the example given by the 
majority of the Commission, of a comparison be- 
tween 246 and 3 feet, they suppose I intend to 
limit the diameter of the wheels to 244 feet, they 
have misunderstood me. Three feet is the nsual 
size of wheels used on tracks of 4 feet 844 inches, 
and no larger are used on 6 feet tracks; and I 
would repeat here, that while I admit the princi- 
ple of diminished friction with increased diameter, 
all other things being equal, and am satisfied that 
any decrease of friction within the limits of a prac- 
tical increase of the diameter of the wheels, may 
with equal safety be effected on the 5 feet as the 
6 feet track, I cannot believe it will ever be found 
necessary or advisable to increase the diameter 
much, if any, beyond the usual practice of 
8 feet. 

At high velocities of passenger trains, friction 
forms such a small proportion of the whole resist- 
ance, that any slight diminution of it by the in- 
crease of the diameter would be scarcely felt; and 
at the slow velocities of goods trains, there can be 
no danger in lifting the centre of gravity to avail 
of any advantages of a practical increase of diam. 
eter of wheel. But the disadvantages of any ma- 
terial increase must not be lost sight of. Among 
these disadvantages are, that large wheels cannot 
be made as strong as small ones, for one of the 
principles of diminished resistance in large wheels 
is their greater facility of increased leverage in 
greater length of spoke to pass over obstacles. It 
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always for the leading wheels of engines intended 
for great velocities, 

Again, to make the comparison just between 
large and small wheels for relative frictions, all 
other things must be equal; but in practice, and 
especially when the widths of track differ, all 
other things cannot be equal. To be so, the ca- 
pacity of the cars must be equal, their strength 
must be equal. The only thing to differ is the 
diameter of the wheels. But in two cases of equal 
capacity, the one on the 6 feet track must, of ne- 
cessity, have longer axles, which to be of equal 
strength, must also be larger, therefore heavier, 
The wheels to be larger, must be heavier, to be 
equal in strength. These and other additions to 
the weight of car of equal capacity for a 5 feet 
track, will very much diminish the advantages 
that might arise from an increased diameter of 
wheel, when all other things are equal, viz: an in- 
creased capacity of cars—greater convenience of 
stowage, and greater proportion of goods tarricd 
to weight of cars. 

The capacity of cars is limited by the practical 
facility of handling them in the various operations 
of loading and arranging them in trains at the seve- 
ral stations ; and since this necessarily limited ca- 
pacity is easily atiained on the 4 feet 81¢ inches 
track, ifan increased capacity was a natural con- 
sequence of the increased width of track, it is not 
required, 

The width of the cars used on tracks of 4 feet 
81¢ inches is now the maximum, without an in- 
creased space between the tracks; and if it were 
necessary or desirable to increase the capacity of 
the cars beyond that now in practice, it would be 
much better, in my opinion, to increase their 
length than their width, This would not require 
additional space between the tracks, and the in- 
creased resistance from the atmosphere is much 
in proportion to the width of the car, 


As to the greater convenience of stowage, there 
cannut be any practical difference between the 
width now in use on roads 4 feet 81¢ inches, (be- 
tween 8 and 9 feet in goods cars,) and any proba- 
ble increase of width likely to take place on the 
6 feet track ; and which cannot take place with- 
out anincreased width of space between the tracks, 
Again, since the capacity of the car is limited, as 
I think I have shown by causes independent of 
the width of track, (the maximum being attaina- 
ble on the 4 feet 8!¢ inches track,) the only ne- 
cessary difference between cars of equal capacity 
for 5 and 6 feet track, is the increased length, and 
consequent increased weight of azles for the latter. 
Thus the proportion of weight of car to goods 
carried, must be greater on the 6 feet, than on the 
5 feet track. 

3d, Increased steadiness to engines and cars; 
consequent diminished wear and tear, and greater 
safety. This and the 4th reason relating to the 
same thing, constitute the most important consid- 
erations connected with this subject ; and I would 
here state that if in all my experience of railroad 
traveling, I had ever known a single accident, the 
cause of which could be attributed to a want of 
width in the track, or when the cause was most 
evident, and such as would have produced the ef- 
fect with any width of track, I would at/once say’ 
it. was necessary to increase the width, But I have 
not, and my experience has been much on roads’ 
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that I am familiar with, are extremely crooked, 
slightly built, and often in very bad order; cer- 
tainly in much worse order than I should ever ex- 
pect to see the St, Petersburg and Moscow road. 
Cars of extreme width, as wide as those on the 
Tsarskoe Selo, or even on the South Western, much 
higher, high enough for the tallest man to stand 
upright in; yet I have never known a car to run 
off, except where the cause was evident, and which 
would have produced the same effect with any 
width of track, That cars have never run off the 
Tsarskoe Selo road is certainly no evidence that it 
is because that track is 6 feet, for cars have run 
off a 6 feet track ; (and, if I mistake not, have run 
off even a 7 feet track, the Great Western,) it may 
be the evidence of good and careful management; 
but it must be borne in mind that the Tsarskoe 
Selo road is a short, level, (nearly so,) and straight 
line, where any defects or obstacles likely to throw 
cars from the track are always clearly in view. I 
never knew cars to run off any track under such 
circumstances. 

One of the advantages claimed in these two last 
reasons for the 6 feet track, seems to be based 
upon the increased width of track without increas- 
ed width of car—that there may be greater width 
of base to stand on in proportion to width of car; 
yet increased th of car is claimed as an advan- 
tage in the preceding reason. Now, while I admit 
that on a 6 feet track the effect of any deviation 
from the level of the rails transversely to the track 
will be less felt than on the 5 feet track, I think 
the difference is practically nothing. Let us see, 
forexample. Suppose two tracks, the one 6 feet, 
the other 5. We will suppose the centre of gravi- 
ty of the cars or engines, in both cases 5 feet high ; 
higher than it is, or even need be. Now suppose 
the rail on one side to be depressed one inch, two 
inches, and three inches. This, I think, may be 
considered as the maximum derangement of the 
level of the rails, What is the difference in the 


change of position, or motion of the centre of 


gravity, on the two tracks? In the first it is 
17-100 of an inch; in the second, 34-100 of an 
inch; and in the third, it is only one-ha!f an inch. 
But suppose an extreme case of a depression of 6 
inches, the difference is still but one inch. I think 
I may be justified in attaching little importance to 
these differences, 


5th. The increased facilities for constructing the 
engines, keeping them in order, making them 
stronger, and the most important thing—the in- 
creased economy of 13 per cent. in fuel, according 
to the calculations of the Engineer Inhin. 

As to increased facilities for constructing en- 
gines and keeping them in repair, I think I may 
ay positively, of my own knowledge, that they do 
not require a width greater than I propose, 5 feet ; 
and as to the strength of the machine, I am equal- 
ly positive, that so far from this being a natural 
consequence of a 6 feet track, extra pains must be 
taken to make the engines for a6 feet track as 
strong as one for a less width. 


I regret that the paper of the majority of the 
Commission, does not explain the principle upon 
Which Mr. Inhin bases his calculations; but I have 
€xamined his book, and from what he says him- 
self, I hardly think he claims to be authority. But 
that the economy he shows for increased width, is 
the result of calculation, based upon data, he ae- 





with the object of finding the proper ratio of the 
fire surface in the boiler to that in the furnace; 
assuming that heretofore adopted is not correct; 
but whether to decrease the one, or increase the 
other, he admits his doubts, and assumes it would 
be best to increase the surface in the boiler, and 
taking it for granted that the only way to do this 
is to increase the diameter of the boiler, he pro- 
ceeds to show, that in proportion to the increase 
of the diameter of the boiler, there will be an in- 
creased proportion of fire surface in the boiler, and 
because there will be an increased proportion of 
fire surface in the boiler, there will be increased 
space to apply more tubes, and hence economy of 
fuel results in this proportion. I now admit that 
the ratio of fire surface in the boiler to that in the 
furnace is not what it should be to produce the 
greatest economy. It is not proposed to increase 
the power of the engines by any alteration of this 
ratio. That is not necessary, the power being 
limited by the weight, is now all that a 60 Ib. rail 
will bear. 

It is the economy of this power that is to be ef- 
fected by this alteration, It is the extravagance 
of too much heat for the surface to be heated that 
requires attention; therefore, the furnace should 
be diminished, instead of increasing the dimensions 
of the boiler. 

This ratio, however, may not be established 
with the nice calculation of Mr. Inhin. Experi- 
ence is a much better guide in this matter, Dif- 
ferent kinds of fuel may require a different ratio, 
and experiment has brought this very near the 
maximum effects; for I have often seen ill effects 
by changing the ratio of these surfaces backwards 
and forwards. 

But admitting it was necessary for economy of 
fuel to increase the surface in the tubes, it can be 
as well done by increasing the length of the boiler, 
as the diameter, and better too; for length of tube 
will retain the heat in the boiler longer. Boilers 
are safer, because stronger as their diameters are 
diminished ; consequently weaken as their diame- 
ters are increased. 

If the results of Mr. Inhin’s calculations were to 
be relied on, my objections to an increased width 
of track beyond 5 feet, viz: unnecessary extra cost 
could be removed, because he could show an ab- 
solute economy instead of unnecessary cost attend- 
ing it; and as he shows the same ecoaomy be- 
tween 6 and 7 as_ between 5 and 6, I could see no 
reason why 7 feet should not be preferred to 6; 
and if all the reasons given by the majority of the 
Commission in favor of the 6 feet track holds good, 
it seems to me that it must follow that the 7 feet 
would be better than the 6. 

But I must differ entirely with Mr. Inhin, and 
have endeavored to show why I do not consider 
the advantages of the 6 feet track, as shown by 
the majority of the Commission, sufficient to justi- 
fy the extra expenses attending it. 

The 6th and last reason given by the majority of 
the Commission, I have endeavored to answer in 
the first part of this paper,and I will close by say- 
ing that whatever width may be adopted, the dis- 
tance between the tracks will not admit of reduc- 
tion, without serious injury to the road. I consid- 
er 6 feet as the very maximum ; therefore, no al- 
lowance should be made fora ‘diminution of the 
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ing the paper of the majority of the Commission. 
Which is respectfully submitted 
By Your Excellency’s 
Most Ob’t Serv’t 
G. W. W. 





Journal of Railroad Law. 

PROXIMATE AND REMOTE NEGLIGENCE. 

We noticed in cur last issue the case of Button 
vs. the Hudson River Railroad company. This 
case is interesting net only as deciding the point 
we then alluded to, but the further question as 
to the bearing of proximate, and remote negli- 
gence upon the issue. 

The plaintiff in an action, brought to recover 
against the defendants for the latter’s negligence, 
must show that he, himself, is entirely free from 
negligence. Where there is merely a preponder- 
ance of negligence, upon the part of the defend- 
ant, be it ever so great a preponderance, it will 
not avail the plaintiff, and his own negligence de- 
bars him from recovery. A case might easily oc- 
cur in which the operation of this rule would be 
manifestly unjust. For instance, suppose a farmer 
living near the line of a railroad, carelessly allows 
his gate to get out of repair and as a consequence 
of this his cattle wander out upon the public 
highway, and following the highway some dis- 
tance, come upon the track of the railroad. While 
they are quietly grazing upon its side, a train ap- 
proaches, and the driver of the engine, instead of 
being at his post, looking out, is engaged some- 
where else, and thus on account, not only of the 
cattle being there negligently allowed to stay 
upon the track, but on account of the gross reg- 
ligence of the engineer, the cattle are run over 
and several of them killed. 

Here is negligence on both sides, but on the 
part of the plaintiff it is slight, while on the part 
of the defendant it is gross; according to the rule 
above stated, however, the plaintiff could not re- 
cover: not even if the engineer was intoxicated, 
and utterly unfit for his position. 

The application of the rule to such a case as 
this might operate hardly. But in such cases a 
distinction between proximate and remote negli- 
gence, is applied by which the injustice which 
would often be caused by the unqualified applica- 
tion of the general rule is avoided. The decision 
in Button vs, the Hudson River Railroad company 
establishes the following rules :— 

lst. Where the negligence of the plaintiff, at 
the time of the accident, in any way concurred 
to produce it, the plaintiff cannot recover, 

2nd. Where the negligence of the plaintiff is 
proximate, and the defendant’s remote, no action 
can be sustained. 

8rd. But where the negligence of the defendant 
is proximate and that of the plaintiff remote, the 
action may be sustained. 

The supposed case of the farmer and his stray 
cattle is fully protected by this last proposition, 
If it were decided by the rule first mentioned, 
alone, the decision would be against the plaintiff, 
but following the latter rule he would be allowed 
to recover. 

It will be remembered that the facts brought 
out upon the trial of Button’s case were as follows, 
The plaintiff intestate had been drinking at one 
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to the accident ; about five minutes after he left 
one of them, which was in West street, and near 
the track of the defendants’ road, the cars passed 
and he was killed. His body was found lying 
straight across the track, the head upon one rail 
and the legs upon the other. 

The driver of the car which ran over Button, 
testified that he was driving at the rate of four 
miles per hour: that he could see the leading 
horses and could have seen a man if standing 
upon the track: that at the place where the ac- 
cident occurred the leading horses suddenly 
jumped sideways from the track, and seeing some- 
thing upon the track, the driver applied the 
brakes, but before he could arrest the car, it had 
passed over the deceased. There was some evi- 
dence tending to show that the car was driven at a 
higher speed than four miles an hour, 

The plaintiff obtained judgment, and the de- 
fendant appealed. The following was the deci- 
sion. 

Harris, J.—The verdict of the jury was clear- 
ly against evidence, even as the law was given 
to them by the judge who presided at the trial. 
The deceased, when first seen after he left Lynring’s 
oyster saloon, was lying directly across the track, 
with his head on one rail and his feet upon the 
other. How long he came there, or how long he 
had been there, no witness was able to state. All 
that was proved was that he had been drinking at 
the oyster saloon, and had left there but a few 
minutes before he was found in this position. In 
view of these facts the jury were told, very 
properly, that if the deceased strolling there while 
in a state of intoxication, had laid himself down 
before the cars or had tumbled down unable to 
support himself from intoxication, then, unques- 
tionably, it was his negligence to which the disas- 
ter was to be attributed; and if the driver did 
not see him in time to avoid him, the defendants 
were not liable. This part of the charge was un- 
objectionable. If it was his own fault that he 
was lying on the track in the position in which 
he was first discovered and he was not seen in 
time to stop the car before it reached him, then 
the deceased was himself the cause of his own 
death and the. defendants were blameless. The 
testimony warranted no other finding. But then 
the judge proceeded to open before the minds of 
the jury a field of conjecture. He stated that 
the deceased had a right to be where he was 
found, and the question for the jury was, whether 
he was there through any fault of his own, or 
whether he was passing over and was knocked 
down by the cars; tbat if he was passing prudent- 
ly and properly across the track, and was run 
over by the cars, and the defendant had omitted 
the use of such precautions and care as, if used, 
would have prevented the disaster, the plaintiff 
was entitled to a verdict. This p rt of the charge 
was erroneous. The testimony presented no such 
question, The deceased was found lying upon 
the track. It was not the defendants’ fault that 
he was there. All that the court was called upon 
to do was, to instruct the jury as to the rule of 
law applicable to the case, as it was presented by 
the testimony. But to this part of the charge 
though erroneous, there seems to have been no 
exception. , 

In another part of the charge, the jury were 


the catastrophe was brought about by their culpa- 
ble negligence, and without any negligence upon 
the part of the deceased “ directly contributing to 
produce the catastrophe.” To the use of the word 
“ directly” there was an exception. The difficulty 
with this part of the charge is, that it leaves the 
question vague and indefinite. What were the jury 
to understand by negligence directly contributing 
to produce the catastrophe? ‘The same force of 
expression pervades the entire charge. The fact 
that the deceased was found lying on the track 
was uncontroverted. There was no evidence to 
show that it was any fault of the defendants that 
he was there. It should have been assumed, 
nothing appearing to the contrary, that it was his 
own fault. 
Why, then, ask the jury to say whether there 
was any negligence upon the part of the deceased 
which directly contributed to the accident ? There 
was no such question in the case. The deceased 
was found lying on the track. This fact was as 
much the proximate and immediate cause of his 
death as the fact that the defendants’ cars passed 
over his body. The death was the combined re- 
sult of both causes. The jury should have been 
instructed that, this being the case, the only ques- 
tion for them to decide was whether, by the exer- 
cise of reasonable care and prudence, after the de- 
ceased was discovered, the driver might have saved 
his life. * + . . * * * » 
The fact that a man was on the wrong side cf 
the road, does not necessarily constitute a defence 
in an action against another by whom he was run 
over; but if his being there was the immediate 
cause of the accident, it is a defence, even though 
the person by whom the injury was committed was 
himself at fault, One man cannot by his own neg- 
ligence, cast upon another the necessity of extra- 
ordinary care, * ” * * * * 
Where the negligence of the plaintiff is proxi- 
mate, and that of the defendant remote, no action 
can be sustained. In such a case the plaintiff 
himself is the immediate cause of the accident. 
This rule embraces all that class of cases where, 
at the time of the injury, the plaintiff was charge- 
able with a want of proper care. On the other 
hand, where the negligence of the defendant is 
proximate, and that of the plaintiff remote, the ac- 
tion may be sustained. The question then is, 
whether, it being conceded that the plaintiff was 
not without fault, the defendant might, by the ex- 
ercise of reasonable care and prudence, at the time 
of the injury, have avoided it. 


In the case now before us, the jury, instead of 
being instructed, in substance, that the defendants 
were liable unless the ‘‘ negligence of the deceased 
directly contributed to produce the catastrophe,” 
should have been told that, if the negligence of the 
deceased, at the time of the accident, in any way 
occurred to produce it, the plaintiff could not re- 
cover. 

The verdict of the jury shows that they must 
have been misled by the charge. Upon the evi- 
dence before them, they could not have said that 
the deceased was not chargeable with negligence, 
amounting to utter recklessness, in placing him- 
self in the position in which he was first discover- 
ed, If in his senses, as he must be presumed to 
have been, he caused his own destruction. Under 
these circumstances, he must be regarded as hav- 





told that the defendants were only liable in case 


lieve that, after the deceased was discovered, the 
defendants, by reasonable care, could have avoid- 
ed the fatal result, they were not liable. That 
they could have done this, has not been pretend- 
ed, The testimony would scarcely warrant such a 
conclusion, 

I am of opinion, therefore, that the judgment 
should be reversed, and that a new trial should be 
awarded, with costs to abide event. 





The St. Lawrence and the United States. 
(From Le Journal de Quebec.) 


England gives nearly a million sterling to steam- 
ship lines, She gives nearly £60,000 to the com- 
pany that plies between Dover and Calais, where 
the passengers increase in fabulous numbers. The 
subsidy given to that line and to the Galway one 
has attracted so much public attention, that the 
Government has appointed a Committee of Inquiry 
in the House of Commons, of which Mr. Cobden is 
is President. The Committee before the proroga- 
tion of t're House could but examine the question 
of the subsidy granted to the Dover and Vaiais line 
by the Derby Government, to pronounce it traudu- 
lent, and to demand its annulment. After such a 
grave verdict, two. witnesses were examined on 
behalf of Canada, complaining of undue favors 
granted to the Galway and Cunard lines—the 
Commissioner of Public Works in Canada, the 
Honorable John Rose, and Mr. Wilson, ex-Vice 
President of the Board of Trade, London, who is 
about to leave for the East IndiegPharged with 
the almost superhuman task of doing away with 
the deficit which is yearly produced between the 
Revenue and the Expenditure of that vast coun- 


We cannot cite from the official documents, be- 
cause the testimony of which we have just spoken 
is secret, even to the House of Commons, and is 
known only to the members of the Committee of 
Inquiry; but as diplomatic secrets always leak 
out, questions like this, which interest in such a 
degree an Empire and its Dependencies, cannot 
long remain enclosed in the four walls of a Com- 
mittee room, without queitly oozing out, and al- 
lowing people to form a complete idea of what 
they consist. Such are the reasons which give us 
confidence to assert that what we are about to say 
is substantially correct, 

tee eee * * * e 20 myo 

If we are well informed, Mr. Rose has repre- 
sented to the Committee of the House of Com- 
mons :— 

“1, That when the Cunard contract was made 
in 1839, it was with the avowed intention of facili- 
tating communication with the mother country 
and its American dependencies, that the contract 
made it obligatory on the steamers to call at Hali- 
fax, and stipulated for a branch steamer between 
Halifax and Quebec during the season of naviga- 
tion on the St, Lawrence, but that branch service 
was soon abandoned with the consent of the Impe- 
rial Government, and the Canadian mails were ob- 
liged to pass over American territory. 

“2. That in 1846, the Cunard line became 4 
weekly one, with the promise that the intermedi- 
ate steamers should proceed to New York without 
calling at Halifax. 

3, That if the Canadian Government did not 
object to this arrangement, it was that then Cana- 
da had no national railway line, nor seaport open 
the year through, and further it did not desire to 
place any obstacles in the way of a desirable en- 
terprise, which was then considered as an essay. 

“4, That the postal question, despite its im- 
portance—since Canada has furnished a fourth of 
all the letters carried ‘by the Cunard line—is not 
the only one that should be considered, and that 
it is still a question of the future commercial pros 
perity of Canada and the great British interests 
which have relation to the country. 

“5, Canada, to develope the commerce of the 
St. Lawrence, has within the last few years eX- 
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of canals, uniting the great lakes and permitting 
sea-going vessels to penetrate as far as Chicago 
and other lakes of the West. Numbers of light- 
houses shine over our waters from the extreme 
west of the Provinces to Labrador and the Atlan- 
tic, a distance of 1,600 miles, without charge to 
commerce, but pressing heavily upon the revenues 
of the Province. 

**§, That Canada maintains, at considerable ex- 
pense, & powerful line of steamers on the St. Law- 
rence, who tow at almost nominal charges the ves- 
sels that frequent the river. 

“7, That for all these objects has been contract- 
ed nearly all our direct debt, which amounts to 
about £7,000,000, 

“8, That as soon as the Victoria Bridge is com- 
pleted, Canada will possess a line of railway eleven 
hundred miles long without a single break of 
gauge, apart from a multitude of other roads 
which furrow it in all directions, and place it in 
immediate communication with the great West, 
New Orleans, and all parts of America, and make 
it the shortest and most direct route between Eu- 
rope and all parts of the Western and Southern 
States of the neighboring Union. 

“9, That the Province has given several mill- 
ions to these enterprises, and the capitalists of 
England have disbursed on their part about twen- 
ty millions sterling; but the heavy subsidies 
granted to the Cunard line have hitherto had the 
effect of making all these efforts and these sacri- 
fices useless, by lowering the price of freight in 
American ports, and iu attracting to the American 
railways, canals and ports, to the detriment of our 
own canals and railways, to such an extent, that 
in 1856 more than six million tous of merchandise 
passed by American channels, while five hundred 
thousand tons only passed through our canals and 
over our railways. 

“10. That this state of things forced the Cana- 
dian Government to establish a direct postal serv- 
ice, semi-monthly, between the St. Lawrence and 
Liverpcol in summer, and monthly between Port- 
land and the latter place in winter. 

“11, That this communication, incomplete as it 
was, so fully demonstrated the advantages of the 
St. Lawrence route, that the Government has es- 
tablished a weekly line, by paying an annual sub- 
sidy of £55,000 currency. 

“12, That our line is composed of eight steam- 
ships, collectively costing £650,000, and making 
shorter passages than the Cunard. 

“13, That the Cunard lineis principally devoted 
to the commerce of Boston and New York, to the 
prejudice of the Canadian postal service, and this 
Province should have been consulted when the 
question of renewing the Cunard contract arose 
and taken part in the negotiations, that conse- 
quently it was with surprise and regret that it in- 
directly learned that the Cunard contract had been 
renewed until the year 1868, at a subsidy of 
£176,000 per annum, without counting certain con- 
Ungent allowances which will probably amount to 
£40,000 sterling, and this at the moment when the 
Canadian Government was organizing a like serv- 
ice, 

“14, That we farther learnt with greater pain, 
that the Imperial Government had also granted a 
subsidy to the Galway line, solely to the profit of 
American commerce. 

“16, That it is very doubtful whether the Ca- 
nadian line can long sustain the contest against 
such advantages furnished by the Imperial Gov- 
ernment to the American ports, and that we, Cana- 
dians, still nourish the hope that we may yet ob- 
can efficient aid from the Government of the em- 

“16. That a chartered company has but lately 
offered to carry the mails to British Columbia 
rating North American Provinces, and that the 
i me Government has offered the use of its 

mships and railways, for a sum scarcely pro- 
portioned to the service required, but still useful 
W the Canadian line of steamships, 


“17, That Canada is evidently not 80 well-treat- 
ed as the other colonies, as regards stal relations 
to Great Britain, since the latter gives heavy sub- 
tidies to the lines of Australia, America, 





the West Indies, and the Mediterranean, and that 
the Canadian mails are first carried through a for- 
eign country, and thence into the Provinces, at an 
expense which presses heavily upon the revenue, 
whilst it could be easy to prove that the St. Law- 
rence is the best and quickest route between Liv- 
erpool and Boston, and New York in summer, and 
Portland in-winter,” 

As we have already said, the committee could 
not conclude its inquiry, and consequently place 
its opinion before the House of Commons; but by 
virtue of a rule of that house, the same committee 
will continue inquiry next session, and a great deal 
may be expected from its good will, because, if 
we are rightly informed, the manner in which all 
the questions were proposed to the witnesses, in- 
dicated the tendencies of the committee, anda de- 
sire to render justice to Canada. 

There are some who believe that the Cunard 
contract and the Lever contract will be declared 
fraudulent by the committee, and be consequently 
annulled. In that case, the question will arise, 
whether the favors of the Imperial Government 
will be divided amongst these two lines and the 
Canadian one, or whether the third are to be left 
to their own resources. In the adverse case, we 
have reason to hope that the Imperial Government 
will come to our assistance in one form or other, 

* * * » ” * * & 

The London Times has made its powerful voice 
heard, and gives us its powerful support against 
monopolies to the profit of the stranger. 

It appears that Mr. Rose has incontestably 
established before the committee the superiority 
of the St. Lawrence route over that of the United 
States, and that the committee were perfectly con- 
vinced ; however, Mr. Cobden had just arrived 
from Canada and the United States, and knew 
that the Commissioner of Public Works was not 
exaggerating in anything. 

The Imperial Government will be all the more 
disposed to come to the assistance of Canada, as 
its word has been clandestinely violated by the re- 
newal of the Cunard contract, the Colonial Secre- 
tary having, in a despatch to the Governor Gene- 
ral in 1856, all but promised that as soon as the 
Cunard contract expired, pecuniary aid would be 
given to the Colony. 

We may say that succcess has crowned the la- 
bors of our Minister of Public Works in England, 
as much as he could desire, and as much as the 
actual condition of things and the advanced state 
of the session of the Imperial Parliament would al- 
low him. There was not enough time for action, 
but there was enough for an expression of good 
will, and this was manifested in all quarters, in 
the regions of power, as much as in the interior of 
the Legislative Committee rooms, as well as in the 
great and powerful press of London. We may 
therefore look upon the cause as won, and the 
Globe should once, at the least, compliment the 
Ministry for having well acted and succeeded. 
But justice does not sail in those waters, because 
we remember, that once ho was surprised into say- 
ing, it was in 1857, that if the Commissioner of 
Crown Lands did a certain thing he would merit 
the gratitude of the country, but when it was de- 
monstrated that he had done it, the Globe became 
humiliated, for having had in a fatal moment, a 
generous sentiment, and spoken the language oi 
justice. 





Taxation in New York City. 

The taxes assessed on property in the City oj 
New York are equal to the whole amount levied 
in the great State of Ohio. The figures are as fol- 
lows: 





City of State of 
New York. Ohio. 
Real Estate......... $370,954,930 $590,285,947 
Personal Property ... 172,968,192 250,514,084 
Total ...... .... .$543,923,122 $840,800,031 
Taxes assessed .,.... $9,860,926 $9,756,669 


Cincinnati, with one-third the population of New 


York, is taxed-only $1,079,412; and Philadelphia, 


Of the tax in New York $1,328,006 is for the 
State, $1,986,885 for the County, and $6,546,084 
for the City proper. This does not include the 
immense amounts raised for improvements, etc. 





Trade of the United States with Canada.* 
(An abstract from the U. S. Treasury Reports on 
Commerce and Navigation.) 

I, 


EXPORTS OF DOMESTIC PRODUCTS. 
Year End- 





ing 30th In Ameri- In For’gn Total 

June, can vessels. vessels, Domestic. 
1849 ...... $1,254,145 $1,066,178 $2,320,328 
1850...... 2,944,608 1,696,843 4,641,451 
1851...... 3,585,571 2,250,263. 5,835,834 
1852...... 2,083,918 1,921,045 4,004,963 
1853...... 1,789,512 °2,216,000 4,005,512 
1854...... 5,998,708 4,511,665 10,570,373 
1855...... 3,449,118 6,501,646 9,950,764 
1856...... 5,044,645 10,150,143 15,194,788 
196F is... 4,539,086 8,485,622 13,024,708 
1858...... 5,980,631 7,682,834 13,663,464 
10 years ..$36,669,942 $46,482,239 $83,152,181 
Average... 3,666,994 4,648,228 8,315,218 

IL. 


EXPORTS OF FOREIGN PRODUCTS. 
Year end- 





any 30th In Ameri- In For’gn Total 

June. can vessels. vessels, Foreign. 
NORD icsc%s $979,492 $934,905 $1,914,401 
1850 .... é 700,936 588,434 1,289,370 
fo ae 945,163 1,148,143 2,093,306 
Be cyanea 1,753,631 958 466 2,712,097 
| 2,300,547 1,523,040 3,823,587 
fae 3,926,390 2,863,943 6,790,333 
pf | 5,656,302 3,113,278 8,769,580 
1856...... 3,811,291 1,877,162 5,688,453 
1ORF 6. caus 2,826,816 723,371 3,550,187 
i. 2,675,819 689,970 3,365,789 
10 years ..$25,576,387 $14,420,716 $39,997,108 
Average... 2,557,638 1,442,071 3,999,710 

III. 


EXPORTS OF AMERICAN AND FOREIGN PRODUCTS. 
Year end- 











ing 30th In Ameri- In For’gn Grand 

June. can vessels. vessels. Total. 
1949.0 <<< $2,233,637 $2,001,087 $4,234,724 
SO acses 8,645,544 2,285,277 5,930,821 
ee 4,530,734 3,398,406 7,929,140 
Masse a: 3,837,549 2,879,511 6,717,060 
RGER. conics 4,090,059 8,739,040 7,829,099 
|. | paeie 9,925,098 7,375,608 17,300,706 
1666... <. 9,105,420 9,614,924 18,720,344 
GU cus ee 8,855,936 12,027,305 20,883,241 
} epee 7,865,902 9,208,993 16,574,896 
1858 ...... 8,656,450 8,372,804 17,029,254 
10 years .. $62,246,329 $60,902,955 $123,149,284 
Average... 6,224,632 6,090,295 12,314,928 

IV. 
TOTAL IMPORTS FROM CANADA, 
Year end- 
ing 30th In Ameri- In For'’gn Grand 

June. can vessels, vessels. Total. 
1849...... $659,237 $821,845 $1,481,082 
Teas ea.ns 2,027,569 2,257,901 4,285,470 
1851...... 2,860,174 2,596,297 4,956,471 
1852...... 2,278,603 2,311,366 4,589,969 
it. Piped 2,714,256 2,563,860 , 5,278,116 
baal ai 2,378,934 4,342,605 6,721,539 
1855...... 4,777,774 7,404,540 12,182,314 
1856...... 7,198,749 10,289,448 17,488,197 
BBE te os'ce 9,422,726 8,869,108 18,291,834 
1858...... 6,622,502 4,959,069 11,581,571 
10 years .. $40,440,524 $46,416,039 $86,856,568 
Average... 4,044,062 4,641,608 §8,685.656 

* An abstract of the Canadian Reports for the 


same years, will be found in the Journan of the: 





with two-thirds the populaticn, $2,549,598, 


July last. Together, 
trate the operations of the Reciprocity Act of 1854, 


these tables fully illus- | 
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Tv, RE ot BELA. 
SHIPPING ENTERED—TONS, 

Year end- 

ing 80th 

June. American, Foreign. Total. 
1849...... 906,813 587,697 ~1,444,510 
1850 ..0.4. 889,755 447,372 1,337,127 
1851...... 1,018,275 514,883 1,627 ,658 
2B52 03 65.0 774,878 591,569 1,866,447 
1858...... 1,876,927 748,034 2,124,961 
WOE khe ca 857,489 674,188 1,531,677 
1855...... 897,183 870,597 1,767,730 
1856...... 1,191,716 1,217,712 2,409,428 
1857...,.. 1,240,159 1,105,356 2,345,515 
1858...... 1,844,717 922,920 2,267,637 
10 years .. 10,492,862 7,629,828 18,122,690 
Average .. 1,049,286 762,982 1,812,269 
VI. 
SHIPPING CLEARED—TONS. 

Year end- 

ing 30th 

June. American. Foreign. Total. 

1849..... . 870,204 563,910 1,454,114 
1660-65. 53 919,515 456,527 1,376,042 
1851.... 927,013 516,883 1,448,896 
1852.... 765,945 589,345 1,855,290 
1008... 1,062,086 734,029 1,796,115 
1854..... . 880,941 648,239 1,529,180 
BNO cen os 890,017 903,502 1,798,519 
S606 v.00. >. 1,118,734 1,212,698 2,326,432 
1857...... 1,188,584 1,104,850 2,288,284 
1858...... 1,864,580 1,012,358 2,376,938 
10 years.. 9,947,619 7,742,141 17,689,760 
Average... 994,761 774,214 ‘1,768,976 





Grand Trunk Railwav. 

We learn from the Detroit Zribune that this 
company have recently purchased grounds in that 
city for the erection of extensive buildings. The 
tract bought is on Michigan Avenue, north of 
the Toledo track and east of the Central, and ad- 
joins both. It was selected for the convenience of 
transhipping freight to and from both the Central 


and Southern roads. There is to be a brick en- 
gine house and machine shop 185 feet in length, 
with rear projections and extensions of an average 
width of 100 feet. This will be for the storing 
and repair of engines, and other machinery of the 
road. There wilkalso be in it a turn-table. Then 
there are to be two transhipment sheds or ware- 
houses, each 500 feet long and 15 feet wide. These 
will have roofs projecting on each side 10 feet, so 
that a train of cars can run directly under them, 
and goods be protected from any storm while 
being unloaded into the warehouse. A passenger 
depot 108 feet long and 30 feet wide, of brick, 
and finished off complete, is also.to be put up for 
the accommodation of passengers, Four baggage 
sheds, 60 feet long by 40 wide, and 800 feet of 
platform, comprise the list of contemplated im- 
provements at this point, but it is no small list. 
The roofs of all the buildings are to be of slate. 
The work is already begun, and in two months 
more, these buildings will stand complete ! 


North-Eastern Railroad. 
We are pleased to notice the condition of this 





~~ road, Judging from appearances it must be doing 


a good business. We see a considerable quantity 
of cotton going to the depot, and we understand 
that the receipts so far show a larger increase of 
bales over Jast year up to this time. Much of the 
travel and freight that in former days went to 
leston on the South Carolina Railroad from 
Clarendon; Sumter.and Darlington Districts, is now 
§) carried on this road, it being the cheapest and 


>) 


* most expeditious route. 


The Parimconeieee Railroad nent orgutenliy be- 
me one of great importance, When the Charles- 
ton and Savannah road is added on at one end and 
the Cheraw:.and Coal-Fields: road at the other, 


making an inseparable link through North Caro| 
Georgia, with the other 


lina, South Carolina and 


? te 8 ‘. ba 
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and the business accruing to it, will render the 
road very profitable to the stockholders.-—Kings- 
tree Star. 


Pittsburg, Fort Wayne and Chicago R. R. 

The following statement will show the moye- 

ment of freight dufing the six months ending 

June 30, 1859, compared with the corresponding 
period of the previous year :— 
EASTWARD, 
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Tons moved. ‘Tons moved one mile. . 
Local, Through. Local. Through, % 
1859... 82,996 36,514 2,587,489 7,020,884) .. 4 2 ~ = iS 2 @rI21=100 Tot, expenses ' 
ODO! DOO, RAR 100 > 2. 
Increase... 7,491 ..... 248,316 1,434,428 S 
Decrease .. B16D 05 scbiean teh iwstemse oes a, maya Total net > 8 
1859 37408 “87808 2,767,980 7,298,056|°=| oecekecace rm. s 
cccces Dl, ’ F ’ co © G2 SD BO MW DH rs 90 run. 3 
1858 ...,..15,740 28,257 1,897,596 4,282,972; P| NSRARM OMe g 
és Ratio of ex- 3 
Increase...21,753 9,611 1,370,334 3,010,984 CRED | ND OT > pendié 8 to & 
EASTWARD AND WESTWARD. inon| w~aidoHiS S = 2 = tot, rec’pts, 3 
1859 ......70,489 74,882 5,355,419 14,314,790] *—" | OP ORM 3 
1858 ......41,245 66,516 3,741,769 9,869,378 3 
‘ bo Repairs of ] br 
Increase.. .29,244 ; 7,866 1,618,650 4,445,412 bo St] 92 02 pop tots is t = 4 ae or % 
From the above it will be perceived that the in-| oy] Hid HuSb mab y mw 8 
i IH | ARODAKRARRON S208 
crease in the local tonnage has been about 70.9 s & 
per cent., and in the through tonnage a trifle more er ERR mE EME ne Repairs ofS 2 
than 10.8 per cent.; in the aggregate of 87,110 S 5 % a 4 - * "I 2 * [= roll’g stock. s ey 
tons, or at the rate of 34.4 per cent. SSI HSH SSRISCOMm 2, § 
The following will show the movement of pass- C t a > 
engers during the past half year, compared with te iS bo bo bo by by bo bo bo BS BS ‘pattie ® 3 
the same period last year, viz :— % o £2 ie SO Tae is SO = 3 
EASTWARD. 4 68 
Number of Number carried ty P bo to bo to bo 69.02.09 8252 Miscellan’s | 7 
passengers. one mile, tin | MDD Mimo O expenses. 
Local. Through. Local. Through. StS] & SRARGSHOMH ponaes. J 
1859 2.24: 82,219 19,093 3,144,842 4,249,450 Be. 
1858 ..... 74,778 18,854 2,450,729 3,643,600| 2 B2RReeeeeee y. 
8 renee ere aie Tatee ; 
Increase.. 7,446 289 694,118 605,760}8 Fiiiiiiii! 
eee . . oO 
WESTWARD. : SOE S CAFS Gee gs . 
1859 ....: 85,716 20,025 3,462,697 4,368,070] : ee ee ee a 
1858 ..... 75,854 26,421 2,638,692 5,163,686] : § gggagie leneengus a 
* oO *@ Cost of road 
Increase... 10,362 eeeee 824,005 seer eee oo S BSSSPPSESS and ide Bd 
Decrease... .... 5,806 © ...... 79,616}S%| SSSSRRRRAFS ment. @, 
ASTWARD AND WESTWARD. Peis be PTI VA eS eee He 8 
1859 .... .167,035 39,118 6,607,539 8,617,250 S. 
1858 .....150,127 44,275 5,089,421 8,807,376 = a Q 
co = 8 bS bS bS CO GO © GO GO CO ‘ = 
- mA] SOoSMwM Accs Capital & 
<i hime 17,808 hie 1,518,118 “ein hie Su | PRESSES EE | stock, | 5 
ecrease . PN Pissit ess , SS LEFLSSSSEEE wg 
The increase in the number of local passengers J g 
was 11.8 per cent., and the decrease in the num- a 
ber of through passengers, 11.7 per cent.; in the] ., $31 co 09 09 9 co oo 9 9 co & = ry 
aggregate an increase of 12,651 passengers, or at] 3S tp inch motto wrote weet s 3 
the rate of 6.5 per cent. S$3| SYSSSSR288 ne 
The following will show the result of an ana- B Sf 
lysis of the freight and passenger traflic of the nd P pbiios ’ ° % 
first half of the present year, viz :— ao eas on 83 SESS yg | S 
Number of miles Number of miles] S&2| BOM@aH™ ~*~" ** am 4 
averaged by each  averag’d by each Ry 
ton of freight. passenger. : 
Local. Through. Local. Through. - 
1859...... 76.0 192.4 39.3 220.0) eS LIE: eo ae g 
1856...... 91.0 148.4 33.9 199.0) 25 | SNS ce m«e% Total receipts > 
sinaich RT PE —u} SOI RSRBIRSBISES ‘per wile. 3 
Increase .. .. 44,0 5.4 ee ghia a ala ee theaba tested § 
Decrease ..15.0 
oe ee. ee 23 
Revenue per ton Revenue per pas-| _ & a ny bf 
per mile. senger per mile. oo eeersepees Total ar S 
et — pony ey Sel easewsweeoa ses per mile. g 
™, cts.m, cts.m. cts.m. 
1859.. ....024 01.5 03.0 02.1 r 
1868... ... 102.4 02.0 - 08.0 02:3) pS] macncom eee ee 
smn Ok Soa 88 | SSRBEESEES “Sette 
Decrease... .« GOS 50. 54 vfne (002 /SEL ESS S&Sz _ permile, 
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Western Railroad of Massachusetts. 
Statement showing the operations of the Western Railroad for the 10 years ending November 80, 1858. 
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1, TABLE showing the cost of construction and equipments, earnings, etc. 
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-——Liabilities of Company.——~ 
Dimes 
5 


-—Carried one mile... ———Gross ,earnings.—-—, 
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le | 


track. J 


quip- 
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ment, 


sing 


Dividends. 
on stock. 


debt. 
clus. road 
run by lo- 
com. with 
trains, 


& sid’gs. 2 
op’r’t’d,in- 
leased. 
Total miles 
Number 
of pass- 
engers. 


‘aa 
Qa? 
$5,150,000 $5,819,520 155.4 730,491 21,006,521 256,817,146 $561,575 . $745,393 $1,843,810 $755,487 
5,150,000 5,319,520 155.4 768,764 21,941,898 256,206,808 590,748 747,620 1,869,518 761,964 - 
5,150,000 5,319,520 155.4 774,609 22,582,614 23,304,050 603,207 715,863 1,353,894 756,188 
5,160,000 5,319,520 ni 155.4 848,002 28,187,053 23,724,070 615,480 685,062 1,839,878 683,194 

5,319,520 155.4 947,882 27,488,944 28,153,564 698,290 786,215 1,525,228 746,736 

5,319,520 155.4 989,482 28,684,552 82,284,823 756,503 924,973 1,763,944 718,703 
234.8 5,824,520 173.2 1,021,630 29,012,447 85,541,725 763,037 1,007,793 1,869,673 633,078. 
234.8 5,479,020 173.2 1,027,018 29,719,425 88,605,615 812,880 1,207,788 2,117,982 889,768 
252.7 5,638,735 173.2 950,103 29,939,200 31,286,514 808,977 1,007,185 1,910,842 1,084,118 826,228 
268.8 5,160,000 6,082,520 248800 173.2 944,951 24,634,700 88,043,106 687,642 968,516 1,700,293 ’890,930 809,368 


Cost of r’d 
2d track 
Equ 
Floating 
Miles of r’d 


1849.... 155.4 
1850.... 155.4 
1851.... 155.4 
1852... 155.4 
1853... 155.4 
1854..., 155.4 
1855.... 10, 495 ‘505 173.2 
1856.... 10,495,505 173.2 
1857 .... 10,778,281 173.2 
1868 .... 10,881,281 173.2 


102,356,263 1625.2 
Average. 10, 236, 626 162.2 
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2287.5  51,500,00054,886,915 1,225 899 1625.2 9,002,382 258,196,854 296,466,911 6,842,734 8,795,808 16,294,547 8,713,958 7,580,584 
228.7 5,150,000 5,488,691 122,589 162.5 900,288 25,819,685 29,646,691 684,278 879,580 1,629,454 871,895 758,058 
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2. TABLE showing the cost of repairing and operating the road, rolling stock, etc. 





Rolling stock, tools, etc. Operating engines and trains.——, ———— Miscellaneous, — 
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intenance of road, etc. 
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1849....$77,032 $48,537 *. 405 $2,730 $47,554 $16,191 $41,806 $105,552 $114,285 $19,023 $135,042 $159,301 $26,356 $19,364 $205,021 
1850.... 80,254 88,844 2,557 47,1238 17,419 60,108 114,651 123,851 16,981 142,277 175,327 25,156 18,990 219,478 
1851.... 87,507 32,300 2,911 42,949 17,258 52,811 118,020 126,142 16,636 2,736 145,514 144,441 27,883 82,060 204,384 
1852....108,714 47,425 2,848 172,348 48,208 16,729 57,659 122,597 131,236 21,787 2,598 155,621 147,366 24,933 383,817 206,117 
1853.... 99,852 65,149 1,196 178,769 63,041 35,774 71,268 170,088 161,580 20,492 2,862 184,935 177,061 28,008 44,637 244,701 
1854....157,411 121,209 1,910 290,011 101,120 26,225 98,897 224,742 214,285 29,078 3,512 246,875 215,590 22,717 45,804 283,612 
| 1855 ....162,652 216,906 1,872 397,535 111,503 36,244 103,083 250,831 248,713 31,469 3,953 279,135 221,181 27,197 60,777 809,155 
1856,...150,908 194,039 16,250 380,238 129,450 30,548 121,663 281,661 224,659 30,360 3,523 258,542 235,438 48,053 24,285 807,776 
} 1857....152,620 163,200 16,040 348,921 98,268 27,979 105,325 231,578 202,767 26,718 3,508 282,994 213550 28,858 33,720 270,628 
1858....136,061 140,410 7,205 268,750 71,616 17,688 77,506 166,760 171,311 20,587 8,722 195,620 203,574 19,975 36,249 269, 798 
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stations, ® 
etc. 
Removin 
snow & ic 
Total cost 
includ.in- 
cidentals, 
Passenger 
Total, incl. 
gravel cars, | 
Waste, etc. 
Wages 
emplo 
Salaries & 
Tames, 
sur’ce, gra- 
tuit’s, dam- 
ages, &c, 
Tot. cost & 
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1,212,511 1,088,019 139,698 55,019 2,445,256 760,832 241,005 779,626 1,781,470 1,713,329 233,131 380,093 1,976,555 1,892,829 268,631 349,203 2,510,665 
| Average. 121, 251 103,801 13,969 5,501 244,525 76,088 24,100 77,962 178,147 171,382 28,313 38,009 197,655 189,282 26,863 34,920 261,066 
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8. TABLE showing the cost (in cents) per mile run by locomotives with trains, reduced from Table No, 2, 


19,53 6.51 2.21 5.72 14.45 15.64 2.60 0.24 18.49 21.80 
17.06 6.15 2.26 6.52 14.91 16.04 2.21 0.25 18.51 22.81 
17.40 5.55 2.22 6.82 14.59 16.28 2.15 0.35 18.79 18.65 
20.32 5.49 1.97 6.80 14.46 15.47 2.57 0.31 18.35 17.38 
18.87 6.65 3.77 7.52 17.95 17.00 2.17 0.32 19,52 18.58 
29.31 10.22 2.55 9.93 22.71 21.66 2.94 0.35 24.95 21.79 
38.91 10.91 3.54 10.09 24.55 23.85 3.08 0.38 27.32 21.65 
87.02 12.60 2.97 11.84 27.42 21.86 2.96 0.35 25.17 22.92 
36.72 10.34 2.94 11.09 24,37 21.34 2.81 0.36 24.52 22.47 
28.44 7.58 1.86 8.20 17.64 18.18 2.18 0.38 20.70 21.53 
263.58 82.10 26.34 84.60 193.05 187.34 25.69 3.24 216.32 209.58 

26.35 8.21 2.63 8.46 19,30 18.73 2.56 0.32 21.63 20.95 
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6.63 
11850... ..10.44 5.06 
41851.... ..11.29 4.17 
..12.82 5.59 

..10.48 6.88 

.. 16.91 12.25 

.. 15.92 21.23 

..14.69 18.89 

..16.06 17.17 
1858... ..14.39 11.68 


132.56 109.55 
Average,. 13.25 10.95 
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4. TABLE showing th J , J } y ] J ; 
rT showing the receipts, etc., per mile run, and the ratio of specific expenses, | 5. TABLE showing the cost, capital, receipts, expenditures, etc., per mile of road, 





ge Cincinnati Stock Sales. 
By KIRK & OHEERVER. 
For the week ending October he. 1859. 
BONDS. Per cent, 
Miami, ist Mort, ......... ..-...-- 68....85 and int. 
and ee 2d Mortgage.. 7s8....60 


Miss., B — cons wee Tone 
Ham, and dna Dayton, 2 a we (Bacco 
Indianap. & Cincinnati, do. Rite emer 
Do. do.” Divs aiailia: sia —— 


TOOKS. 

Cincinnati, Hamilton & Sapien wees hove ance wasetO 

Columbus and Xenia. .... 222-2222 22 enon oon oo 84 
Cincinnati 


wane conse neces ence cons 250 


Indianapolis & 

| CRS RCRA ARIES 5 
Railroad Earnings. 

The following is a statement of the earnings of 
the Buffalo, New York and Erie Railroad (Buf- 
falo toCorning), for the month of September, 1859, 
compared with the same month of last year: 
1858. 1859. 
Passengers. .... .... .... $19,051 81 $16,503 10 


Freight .... .... «0. +s+. 38,379 80 387,177 28 
Other sources .......... 1,540 78 1,540 17 


Total... 080... ‘eatsshhd 17 $65,218 55 
ME iden ecb Ko cay pe-n0ee.sece ovceQe,I00 BO 
The darnings of the Hudson River Railroad, for 
September, 1859, were ...........+-.$156,972 18 
ME cnacaictivaae oxen on 140,871 92 
















































INCTOAKC 0.00. .000.c000 cece oe $16,100 26 


For the fiscal y. end’g Sept.30, 1859. $1, 849,658 34 
Do. do. 1858. 1, 640, 882 66 


Increase...... . $208,775 68 
The receipts of the New York and New Haven 
Railroad for September, 1859, were :— 


From Passengers ........ - $100,901 58 
From Freight ......... coccceccvevs 16,600 00 





BOW soos vans os ave sce s000.$116,401 58 
Less dues on other roads ,.......... 25,987 55 


$90,554 03 
70,844 71 


Increase (equal to 22 per cent.). . $20,209 31 
The earnings of the Chicago and Rock Island 


Railroad for aagenher, 1859, were, .... $114,788 
‘September, 1858 . 89,111 


ee 


Increase. .... $25,677 
The receipis of the Virginia Central Railroad for 
August, 1858 and 1859, were— 

1859. 1858, 


Passorigers ... .... .... $50,884 47 50,052 89 
Freight,. ............ 41,027 24 34,087 54 


Net receipts...... ..... sss. 
Receipts for Sept., 1858 .... 


sees cove ceee eee eee 





Express ............. 986 88 557 88 
Wicca. scnsccckiohen, 1,087 60 1,967 30 
$94,316 09 $86,615 81 


TMOTORBC 000 vo ee voce cons soos 0000 $7,700 28 
The traffic of the Great Western Railway of 
Canada for the week ending Sept. 23, 1859, was 
as follows: 


Passengers eeereee eee eet ceeeee eR 19 
Freight and live stock .............. 14,917 44 
Mails and sundries.... .............. 1,453 50 





Total, . ses COC CBe ceeese +00 $48,425 13 
Corresponding week of last year ..... 47,868 64 
Ries 


Decrease...... eeee se eee eee ves. $4,488 61 
The receipts of the Grand Trunk Railway ot 
Canada for the week ending Sept. 24, 


were..... sere eee eees seeeee vec aes $61,585 50 
Week ending Sept. 25, 1858.......... 48,058 68 


Increase .... 13.2 10. ees oe0- $8,526 86 


megs 0: petit SOP bins naan me 716 71 
Same period last year vee cece ee cane 


: Increase .... sere ceeere povece $42,787 $l 




















The receipts of the Cleveland and Toledo Rail- 
road for September were— 


Sept. 1858. Sept. 1859. 
ks Sere $29,708 $24,058 
Passengers . . 48,292 59,325 


Total .. .. 0... se0e «0+. $62,955 $83,383 
The September earnings of the Illinois Cextra] 
road were : 


eee ceee eoee 





1850 < vikc eeeeee ceeeee ee eee eae eee .- .$242,000 
1858 eeeene *e®@ @eeeee eeeaeee seeeeee eee ee ee 218,000 
ROODORSS 5 oe vin hlovsb Gheisce ve -eces oOOejOUU 


The receipts at the Land office were $55,400. 
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Saturday, October 8, 1859. 








Western Railroad. 

We give on the preceding pages a statement 
showing the results of the operations of this road 
for a period of 10 years. 

The general result is an unusually favorable one, 
The earnings have been very nearly divided be- 
tween net earnings and expenses—the road in the 
meantime having been fully maintained. The 
cost of iron used in repairs has, however, been 
very large, exceeding, very nearly, twice the aver- 
age of other leading roads. The cost of renewals 
for iron on the Reading Railroad for the past 10 
years has equalled only five cents per ton per mile 
—a tonnage six times greater than on the Western 
road. The cost of iron used in repairs of track on 
the Bosten and Worcester road, with a much 
larger tonnage than the Western, has averaged six 
and a-half cents per ton per mile. We hope the 
Western Railroad Company will furnish some ex- 
planation of the extraordinary excess in this par- 
ticular. 

The increased mileage has been due to the pur- 
chase of the Hudson and Berkshire Railroad, 
and the increase in the construction account to the 
addition to the double track, and large additions 
to the equipment. 

Street Railroads of New York and Brooklyn. 

In the Raitroap Journat of 23d of April last, 
we printed an article on the Street Railroads of 
New York and Brooklyn, showing the result of 
their operations for 1857; and in view thereof, urg- 
ing the importance of a comprehensive system, 
with reduced rates of fare, in opposition to the 
numerous five per cent. schemes which speculators 
are now seeking to fasten upon the public. The 
statement published showed, conclusively, that the 
railroads of New York City earned for the year 
named more than 338 per cent. on their actual cost, 
and that at a fare of four cents per passenger they 
would yield at least 15 per cent. net on such cost, 
We consequently argued that before any further 
grants were made, to be used, really, for the pur- 
pose of public plunder, that an adequate sys- 
tem for the whole city should be first planned, and 
then disposed of to parties who would offer the 
most favorable terms. The danger that then 
threatened was removed, for a time, by the ad- 
journment of the legislation. On the re-assembling 
of this body, a large number of isolated schemes 
will be certain to be pressed upon it, with all the 
pertinacity which unscrupulous speculators, insti- 
gated with the hope of making a large sum of 





492,928 90) 5°" 


money, always display. For the purpose of keep- 





ing this subject before our citizens, and showing 





them the value of the grants which are so reckless- 
ly squandered, we give the following tabular state- 
ment, the result of the operations of our city roads 
for 1858 : 





Cost per mile run, in cents. 


Or OF 
It 8&9 
It 92 
IZ 62 
Il 8F 


Net receipts per cent. on 
cost of road. 

The cost of 43 miles of road is represented, in 
the statement, to have been $5,034,431, which is 
equal to $117,000 per mile. This calculation in- 
cludes the Brooklyn City railroads, which cost 
$52,000 per mile, which is far below the average 
for the New York City roads, The nominal cost 
of these equals about $174,000 per mile, The 
Third Avenue Railroad is put down as having cost 
$230,000 per mile. One-fourth of this sum would 
have paid the cost of constructing the road, and 
all the property belonging to it of every kind, 
reckoning everything except the track, at the val- 
uation placed thereon by the company, The same 
remarks, with some small deductions, apply to the 
other New York roads. The cost of graduation 
and masonry of the Eighth Avenue Railroad is 
put down at $484,699 for 5 miles of road, ‘The 
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actual cost of these 5 miles did not exceed, proba- 
bly, $24,000 per mile, which is about one-quar- 
ter the amount charged. ‘As stock has been is- 
sued for the full amount of the nominal cost of 
this road, the profit of this transaction, on the 
track alone, is over $400,000, on which our citizens 
are paying an interest at the rate of 12 per cent.! 
for the privilege of hanging by the strap in over- 
crowded, dirty, and ill-ventilated cars. 

There were carried the past year 32,536,506 pas- 
sengers upon these roads at a cost of 3.1 cent per 
passenger, yielding a profit of $619,558 ; to which, 
if we add sales of manure and receipts from other 
sources, we have a clear net income of $652,269, 
equal to about 15 per cent., upon their enormous 
fictitious capital, or at least 30 per cent. upon their 
actual cost. Separating the 23 miles of New York 
roads from the Brooklyn City roads, and the fare 
that. 25,000,000 passengers carried on the form- 
er, at a cost of 2.9 cents per passenger, yield- 

ed a profit of 2.1 cent 2 passenger, or a total of 
$531,000—equal to 1314 per cent. on their repre- 
sented cost of $3,995 592—or about 40 per cent. on 
their actual cost. In the article of April 23, al- 
ready referred to, it is stated that “ there can be 
no doubi but that the reports for 1858 will exhibit 
a business which would pay at least 40 per cent. 
upon their actual cost.” The result has proved 
the correction of this estimate. 

The following is a comparison of the operations 
of 1857 and ’58: 

Comparison of Operations of the Street Railroads 


of New York and Brooklyn for years 1857, ’58, 
not including Fourth Avenue Railroad, 














Receipts Rec’tsfr’m 

Year. Cost of from pass- other 

operation. engers. sources, 
TEST .cccee. $1,051,369 $1,587,581 = ...... 
1858 . 1,007,265 1,626,823 $32,711 
$44,104 $39,242 $82,711 
Differences ° - Reduction. Increase. Increase. 
No. of 
Year, Total Net pass’gers 
receipts. receipts. carried, 
ee $1,587,581 $536,212 31,783,068 
FENU veer, secs -- 1,659,534 652,269 32,536,506 
, ; $71,953 $116,057 753,438 
Differences .. - Increase. Increase. Increase. 
Net 

Cost of No. of Cost per rec’ts 
Year, each pass. milesrun mile run pr. ct. 
in cents, by cars. ni cents, on cost. 
1867.......8:8 6,420,444 16.37 11.38 
1858 ...... .8.1 6,332,889 15.93 13.0 
87,555 0.44 1.7 


, 0.2 
Differences .Red’tion. Red’tion. Red’tion. Inc’se. 


From this it will be seen that the total cost of 
operating has been reduced $44,104, while the to- 
tal receipts have increased $71,953. The net re- 
ceipts have therefore increased $116,057. The 
number of passengers carried has increased 753,- 
438. The cost per passenger has been reduced 
2-10 of a cent, and the cost of running a car one 
mile .44 of a cent. That successive improvements 
in the management and operation of these roads 
will still further reduce the expenses, as the busi- 
hess increases, is quite certain. The greater the 
travel, the less is the cost per passenger—henee 
this item is not the true criterion by which to 
judge of the economy of future management. 

The real test is in the cost of running a car one 
mile. This, as before stated, has been reduced 
nearly one-half cent—a very important item, when 








we consider that the total number of miles run is 
six and a third millions, 

But without anticipating or making allowances 
for any further reductions of cost of operation, 
and basing our calculations upon the business of 
1858, the following is the result: 

Ata 4 cent rate, the profit per passenger would 
be 1.1 cent, which, on 25,000,000 passengers, 
would give a total of $275,000—equal to 20 per 
cent. on $1,375,000, which is all that the 23 miles 
of railroad actually cost, Can any demonstration 
be clearer that the public of New York are giving 
away yearly over $300,000 to these corporations, 
for the privilege of hanging up by straps in their 
badly constructed vehicles? Shall we permit 
such a system to be not only perpetuated, but ex- 
tended? That Street Railroads are a public ne- 
cessity, no one who reads the figures in the tables 
can for a moment doubt. Incredible as it may ap- 
pear, it is no less true that the business upon these 
roads, not including the 4th Avenue, is equivalent 
to carrying every man, woman and child, in these 
two cities, 32 times each year in the cars. With 
such facts staring us in the face, it would be pre- 
posterous to say that they are not required. The 
extent to which they are used proves conclusively 
that, with all their impositions, they could not be 
dispensed with, and that their adoption must be 
universal. 

The growth of the city and its business is such 
that within the next five years, twice or three 
times the number of miles of railway that we now 
have will be necessary. We believe that many 
miles of additional roads could now be profitably 
employed ; but when the privilege of constructing 
them is granted, we hope to see them put up at 
auction and allotted to such parties as, under good 
and sufficient guarantees, will agree to carry pas- 
sengers comfortably and safely at the lowest rate 
of fare, 





Richmond and Danville Railroad Extension. 
A meeting of gentlemen residing upon the line 
ef, and interested in, the proposed extension of 
this road to the State line, was held in Wentworth, 
Rockingham Co., N. C., on the 29th ult. The 
Board of Trade, of Richmond, was also represent- 
ed by delegates sent for that purpose, It is pro- 
posed to conrect at the State Line with the Coal 
Fields Railroad, for which a charter has been ob- 
tained to run through the counties of Rocking- 
ham, Stokes and Forsythe, in North Carolina. 
Much enthusiasm was evinced by those in attend- 
ance. Numerous addresses were made, all tend- 
ing to show the importance of the proposed exten- 
sion, and its bearing on the trade of that section of 
country. It was shown that Richmond was the 
best tobacco market in the country, and that it 
was for the interest of that portion of North Caro- 
lina to be in direct communication with that city. 
A charter for a more direct road had been asked, 
but the legislature of North Carolina had refused 
it, upon the ground that it would divert trade into 
Virginia. A charter for a more circuitous route 
had however been obtained, and they intended 
building the road, even though it should benefit 
another State. $250,000 of the stock had been 
subscribed, and 5 per cent. of the amount paid in, 
besides a guaranty from the citizens of Stokes Co. 
to grade the road through their county. The re- 


‘presentative of the State’s interest in the R. & D. 


road pledged the full co-operation of the directors 





in that road, and urged the importance of united zs 
action in the matter. The company is to be or- 
ganized on the 5th of November. 





Martford and New Haven Railroad. if 
The income of this company for the year end- 
ing August 31, 1859, was as follows : 
From Passengers........ seveee «o00$397 007 46 
« — Freight 283,713 09 
“Rents, mails and express...... 42,179 44 


$728,460 29 


eee eee ee ee Bee Fees 





And the expenses were : 
Repairs of road & bridges, $82,726 14 
Wood, coal and oil :...... 68,069 73 
Materials and labor on en- 

gines and cars.. 54,068 82 
General expenses, taxes, 

insurance, etc.. .... .... 
Salaries, labor and trans- 

portation expenses ..... 
Station repairs, etc. ..... ° 
Lost and damaged goods. . 


ee seeee 


91,660 20 
8,115 57 
2,059 10 

————- 342,198 45 


Net earnings... .. . -$381,266 84 
16 


Less interest 
Charged to depreciation .. 
67,198 16 


Surplus...... ...20+ 2000+ $314,068 68 

The receipts of the company from all sources 
during the year were $844,772 10; and the dis- 
bursements $687,579 63. The dividends paid 
amounted to $232,902. The cash on hand at the 
commencement of the year was $121,031.81. At 
the close of the year the balance was $157,192 47. 

The whole number of passengers transported 
over the road during the year, was 469,772. 

The number of miles run by passenger trains 
was 209,500; by freight trains, 92,563; by wood 
and gravel trains 12,700—total 314,763. 

The gross income of the road exceeds that of 
the preceding year $95,215 04. 

The road and equipment have been kept in good 
repair; and the trains have been run with regu- 
larity, and entire freedom from accident to passen- 
gers. A new passenger depot has been built at 
Windsor Locks; and a new passenger and freight 
depot at New Haven is under contract to be com- 
pleted during the fall. Some of the bridges have 
been rebuilt, while others have received thorough 
repairs. 

The suit commenced against the New York and 
New Haven railroad company has not yet come to 
trial. The sum in dispute $71,000 is included in 
the contingent fund. 


The following is a general view of the affairs of 
the company, September 1, 1859 :— 








Capital stock.......... ...222 ++-. $2,350,000 00 
964 bonds issued .... 1... cece cee. ,000 
Reserved fund ...........2. seseee- 160,000 00 
Contingent fund..........-.. «sees 245,400 23 
Profit and loss.. --«.. 206,588 68 
Dividend declared unpaid .. ray 5,382 00 
Credit to Tomlinson Bridge Sie 8,864 56 © 
Debts due by the company........ 2,217 04 
$3,932,482 49 


Construction 1... s..+ sess sees sees $3,108,018 TT 
Real estate.... eeer eee ©0ee eee £e 62,727 > 
Tomlinson bridge stock........... tie 
Equipment .... .0oe coos coos cace oe 

Materials on hand 
Debts due the company... .... 6s. 
Cash on hand.... eee Cees Bees Fe ee 


eee CFF eee ene 








‘tral Raileand, ; 

Shucuksal nalsuiiing'Gll daviling she deaw 
motive department of the Illinois Central railroad 
for the month of August. was as follows: 


Miles run: by passenger trains ..........79,002 
De. freight GO. o566 seen 62,477 
Do. construction do, ........ 13,372 
Do. wood — GB. vesesaes: GOpe 
Do. switching do, ........ 20,629 


Total miles...... eneeee so geck's cade ee Ute,000 


Pounds of waste used ............... 1,944 
Gallons of oil GO.- .. 0 SSas eRe 2ABh 
Cords of WOOd © GO, see. cenencesee. 2,968 
Tons of coal Ds. Girne vece conecee:) i OPE 
Wages of enginemen and firemen...... $6,800 
Repairs of engines ....+. eseees seeeee 9,708 
Value of Oil ANd WASE Js... eeeeee ess 1,291 
Do. wood and coal.... s+. ses. +. 14,404 
1,131 


Cleaning engines...... 


Total COSt. ceece eeeece +e eees $03,000 


Cost of-oil and waste per mile run, in cents. .72 


Do. wood and coal do. . 8.05 
Wages of enginemen 

oad firemien....... do. . 8.80 
Cost of repairs ...... do, . 5.42 
Cleaning-engines .... do, 63 


oe 


Total cost in cents per mile run...18,62 


Average number of cars per train.......... 9 
ree Do. miles to pint of oil. .... 15.61 
Do. do, cord of wood. ....48.94 
Do. do. ton of coal ...... 39.75 


The value of wood on tender is rated at $4.31 
per cord; of coal $1.80 per ton. 

Re-building, superintending, teaming and other 
expenditures appertaining to repairs are included 
in the above aggregates. 

The cost of the different items for July and for 
the six months ending June 30, is as follows:— 

For For the 
July. half-year. 


Cost of oil and waste............ .77 81 

Do... wood and coal vee 8,19 8.93 
Wages of enginemen and firemen .3.98 3.88 
onl ag vasshes EOD 5,57 
Clearing engines .... 63 .66 


19,85 


Total .... eseeeee secant bd 





New York and Erie Railroad. 
lst Report of the Recewer. 
Received, Aug. 16, from erga ~ocbh ee 
Gross receipts to Sept. ) OS yaa 598 
Gross receipts in Sept. .. . 419,206 





600,621 
Miscellaneous arrearages .............. 20,411 


Total . .. $624,088 
Paid operating expenses, current and in 
atrear, 10 Oct. 1 .......0+.000$852,488 
Bills for back supplies......... 51,453 
Other bills and rents in arrear.. 81,973 
Instalment on old judgments... 10,000 
Bills foriirdn in arrears........ 19,210 
Bills*for supplies ........ 69,197 

--———- 584,321 

Cash balance on hand.... $39,717 

We learn from the counsel of the Receiver that 

he is likely to make his first. payments on the 

over-due mortgage coupons—the May coupon on 

the ist.mortgage having precedence—as early as 

November, or in the course of that month, which 

is a ‘month ‘earlier than expected when he took 


2 ~ 
, . 
ou, 


eee eee eee BOSe BH ee EEE Be 


seer eeee ee 
























This company are now prepared with increased 
means and facilities to take advantage of the im- 
proved condition of railroads, to supply, at short 
notice, engines of the character which have given 
this establishment a first rate reputation. The 
locomotives turned out by it have, in all cases, as 
far as we can learn, given not only entire satisfac- 
tion, but have elicited high commendation for 
their performances, on all roads where they have 
been used. Among these may be named, the East- 
ern and Western in Massachusetts; the Andros- 
coggiu and Kennebec in Maine ; the Hudson River, 
the Erie, the Central, Watertown and Rome, in New 
York; the New Jersey Central; the Providence and 
Worcester, and the Providence and Stonington; the 
Cincinnati, Hamilton and Dayton, Lake Shore, and 
the Cleveland, Columbus and Cincin’i in Ohio ; the 
Louisville and Nashville, and the Lexington and 
Big Sandy in Kentucky ; the Mississippi and Ten- 
nessee, and the Memphis and Ohio in Tennessee ; 
the Seaboard and Roanoke in Virginia; the New 
Orleans, Opelousas and Great Western in Louisi- 
ana; the Pacific Railroad in Missouri; the De- 
troit and Milwaukee in Michigan; the La Crosse 
and Milwaukee in Wisconsin; the Montreal and 
Champlain in Canada; and many other roads of 
more or less importance. 

Everywhere these locomotives have abundantly 
sustained the reputation of the manufacturers, and 
given entire satisfaction by their trial and service, 
Their works remain uuder the direction of Mr. W. 
W. Fairbanks, as agent, with Mr. P. I. Perrin as 
draughtsman, both of whom have been connected 
with the establishment from the start, 





Kennebee and Portland Railroad. 
The receipts of this road for the year ending 


Bemt.;20, Ware. 000 iccsdicsecisens seve $164,516 13 
Expenditures . vase 142,965 26 





eee $21,550 87 
8,019 07 


Excess of earnings over expenses. 
Add excess of earnings 1857-8 








Total excess two years ......... $29,569 94 
ASSETS. 
Cash on hand . cccccce $7,481 90 
Due from Washington ‘Bank a aonas 274 00 
sr Post office department..... 3,428 62 
rr Sundry accounts.. ........ 593 47 
” Wood Of DENG ooo. 200 cece 17,095 05 
as Machine shop and stock... 1,625 27 
$30,442 94 
LIABILITIES. 

Due on city and town coupons, not yet 

presented for payment... .... cece. 873 00 





$29,569 94 
.. 165,074 75 
164,516 18 


DO UEBT- Boe an:citswiasios cows dene vs 
Receipts for 1858-9.. 





Loss on receipts last year........... $558 62 
Saving of expenses on preceding year. $11,507 26 


The debt due at the commencement of the year 
was, in round numbers, $17,000, This debt has 
been cancelled, leaving the Trustees liable only for 
uncalled for coupons to the amount of $873 00, 
and there is a surplus of nearly $80,000 on hand, 
The falling off in the receipts this year is only 
$558.64. 

In the ‘current expenditures are embraced the 
interest on town and city bonds, amounting to 
$48,000, and payments to a sinking fund of $12,- 
000. Deducting these repo} the net earnings: 





South Carolina. 
Subscription of the State to internal improve- 
ments : 
Shares in the South Carolina R. R. Co. .. . $30,000 
North-eastern R. R. Co. .... 220,000 
Spartanburg & Union R. R. 250, ,000 
Charlotte & So. Ca. R.R. Co. 31,700 
Greenville & Columbia R, R.848,000 
Blue Ridge Railroad Co, . .. 800,000 
Cheraw & Darlington R.R. . 100,000 
Pendleton Railroad Co, .... 35,000 
Laurens Railroad Company. 50,000 
Charleston & Savannah R,.R.270,000 


$2,134,700 





Stationery. 

Engineers, merchants, manufacturers, etc., will 
find at the establishment of Porter Fircu, No. 6 
Beekman Street, a general assortment of envel- 
opes, note, letter and cap papers. Account books 
made to order, and engraving of every description 
executed in the best manner. Also Printer, Lith- 
ographer, etc. Railroad Companies and others 
are invited to give him a call before purchasing 
elsewhere. Address Porter Fircu, No, 6 Beek- 
man Street, New York. 





How Railroads Influence the Value of Prop- 
erty. 
In 1851 the total value of real estate in Indiana 


was returned at...... .e0. sees oeee - $176,894,981 
Value returned in 1858 ,........... 318,430,965 


Increase ...... oe esos coos «141,535,984 
This increase of real estate is to be attributed 
largely to railroads constructed in the mean time, 
directly and indirectly. Dzérectly, by opening re- 
munerative markets for agricultural productions, 
and indirectly by the incentive to increased indus- 
try and enterprise, which resulted from the re- 
muneration. 

The increase that may be attributed directly to 
the influence of railroads is estimated at $70,000,- 
000. The cost of these railroads have been about 
$30,000,000 ; so if they were never to pay anything 
more than their repairs and running expenses, the 
investment would show a profit of 133 per cent. in 
the advance of real estate along their lines. The 
total taxables of the State are put down as follows: 


Real Estate ...... .200 ceee seve 0000 9918,430,965 
Personal Property .... ese seeeee 141,087,977 








Total Taxables .... .... sse0e. - $459,468 ,942 





Ericsson Engines. 

A Philadelphia letter says:—‘‘ There is a New 
York novelty to be seen in one of our Chestnut 
street windows, which draws bigger crowds than 
any organ grinder, without making a quarter of 
the noise. It isan Ericsson hot-air engine, about 
as large as a candile-box, driven by the flame of 
two gas-burners, and propelling a sewing machine. 
Ericsson’s engines, by the way, for all purposes 
where less than teh horse power is required, are 
coming into high favor with machinists here. 
They cost as much as the steam engine, but they 
run with safety, cleanliness and economy.” 





Toledo, Peoria and Burlington Railroad. 

We learn from the Lafayette Journal that the 
grading upon this road is nearly finished. The 
track is laid and in running order, seventeen miles 
west of Monticello. The track laying from Logans- 
port west is going forward with great alacrity, and 
it is expected that regular trains will be running 
over the road in less than three months, The pay- 
ment of $250,000 of stock subscribed along the 
line is, by a special agreement made conditional 
WE ator the completion. and full equipment of the 





would Be $81,660, °° jO-09 Ll oi send 


j 3 


TO before the Ist of January. 
A) ts G 




















Steam Fire Engines. 

One.of the most interesting features of the Ble 
hibition of the Maryland “State Agricultura; | 8 
Fair,” recently held at Powelton, was the trial of 
Steam Fire Engines: the trial to be final, and to 
decide which engine should carry off the palm: 
The principal contending engines were the ‘‘ Wash- 
ington,” made by Messrs. Pooss & Hunt, Balti-|. 
more, and the “ Hibernia,” made by ReEAney, 
Nearie & Co., of Philadelphia. The Washington 
got up steam in 18 minutes, 30 seconds, and with 
@ maximum pressure of 90 pounds, threw. a hori- 
zontal stream 249 feet, and vertically 173 feet. 
Length of hose, 205 feet, 10 inches; nozzle, 114 
inches. The Hibernia got up steam in 14 min., 
21 sec., and with a maximum of 105 ponnds of 
steam, threw a horizontal stream 254 feet; verti- 
cally, 178 feet. Length of hose, 203 feet 6 inches ; 
nozzle, 15-16. Both the Hibernia and Washing: 
ton threw their streams over the pole, which is 173 
feet. The judges made no decision upon the 
merits of any of the engines, but will meet again 
to decide the matter. 


Maryland Institute Fair. 

The annual exhibition of the Maryland (Balti-|4 
more) Institute was opened to the public on the 
4th inst. Welearn that the increase of new mem- 
bers and renewal of membership has been greater 
than on any preceding occasion, and there is ev- 
ery indication that the success of this flourishing 
institution is established on the firmest, foundation, 











THE 
TAUNTON LOCOMOTIVE 
MANUFACTURING COMPANY, 
TAUNTON, MASS., 


Heme large facilities, and having had _a long experience 
in the business, are prepared to furnish 


LOCOMOTIVES, 


EITHER FOR BURNING WOOD OR ae 


OF THE MOST APPROVED CONSTRUCTION. 


ALSO ALL KINDS OF 


RAILROAD MACHINERY, 
STATIONARY ENGINES AND BOILERS, 
SUGAR MILLS, SHAFTING, ETE. 


Ww. W. FAIRBANKS, Agent, 
HARRISON TWEED, Treas. 


Notice to Contractors. 


ROPOSALS will be received at the office of J. I @urp- 
MAN, in the village of Jamaica, Long Island, until the 
twentieth day of October at noon, for the graduation, masoary 
and superstructure of the Glen Cove rnd Roslyn Braoch Kail 
road. Ths road will be about eleven miles long and presents 
very desirable work for a contractor. Bids wil be received 
for the who'e or anv part of the work. Specifications and 
every neceisary in furmation may be obtaine at the office, 
October 1, 1859. STEPHEN on 





Committee. 


714 





DR. A. MERRIMAN, 
1 PARIS EY adage TR York Hotel, 


_ NEw Yo 


RAILROAD IRON. 


T= undersigned, Agents for leading Mannfactisrers in 
STAFFORDSHIRE an WALEs, are pre tract for 
delivery on board ship at LiverRPooL, or WELSH port. 


C. CONGREVE & SON, 
13 Cliff st., N. Y. 


RAILROAD IKON, 
subscribers, Agents for the Manufacture are pre: 
shal’ reat bs Oasstaczat Sanaa 
ee WARIO REGEN & ral Whine 
Boston, June, 1851, 29 Central 
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AMERICAN RAILROAD J 











"STINE 
No.6 BEEKMAN STREET, 
yea YORK. 


made t 
PnNGh avin e! Hike 
00 IONS 


Saher acientr COMPANIES, 
a the wee eee on short noti 


AN VELOPEHS, 
NOTE, LETTER and CAP PAPERS, 
FOR SALE AT LOW PRICES. 


Notice to Contracters. 


Orrioz or THe Lirtis Rock anp Fort Samira Branca 
OF THE Caino AnD Fo.ton RB. R. Co. 
Van Buren, Ark., Sept. 10, 1859. 

EALED PROPOSALS for the Graduation of the Fir:t 

Division of twenty mi'es eastwaré from Ven Buren, will 
be received at this office, until THURSDAY NOON, DE- 
CEMBER Ist, 1859, The work is divided into twenty Bec- 
tions of about one m Ie each, and proposals for either a part, 
or the whole of this Division may be made; but no bids for 
less than one section will be considered. Blank forms of Pro. 
posa's wil be furuished on application at this office, by mail 
or otherwise. Estimates of work done will be made on the 
firet day of every alternate month, acd rayments made on 
the first day of the month following ; and fifteen per cent. of 

all estimates will be retamed unti' the completion of the con- 
tract. Con‘ractors desiring other terms of payment may bid 
accordingly, as the above terms are not positiveiy settled. 

The Company having a large amount of the finest lands in 
Western Ark» nsas, will give preference to those requiring the 
least proportion ef money, and the largest rroportion of stock 
and lands.. The Gompery reserves the right to reject any and 
all bids at its option. 

Plans, profiles and specifications, may be seen, and. all de- 
sired information obtaiaed, on application at the Engineer's 


Office in Van Buren. 
2m40 JESSE TURNER, Pre ident. 
Notice to Contractors. 


Orriox oF THE LittLe Rock and Fort agen Brancye 
OF THE Oarno and Foitron RB. RB. Co 
Van Buren, Ark , Sept. 10, 1859, 
EALED PROPOSALS for the Mosonry of thé “First 
Division of twent:;miles eastward from Van Buren, will 
be received at this office until THURSDAY NOON, DE- 
CEMBER Ist, 1859; No bids for less than the amount of 
Masorry .upon. avy..one section will. be considered, Biank 
forms of Proposals will be furnished on application at this of. 
fice, by ma'l or otherwise 
Contractors will state terms of pa\ ments, and proportions 
of money, stock and lands, and amount to be retained by the 
Company to secure the completion of the contract The 
a, reserves the right to reject any and all bids at its 
option 
Plans and specifications may be seen. and all desired infor- 
mation obtained on application at the Engineer’s Office in Van 


Burén. 
2m40 JESSE TURNER, President, 


FULTON FOUNDRY AND MACHINE WORKS, 
Pr. BE. GHIssE, 
WELLSVILLE, OHIO. 


TEAM ENGINES of every varie puilt to order. STEAM 

“4 boars and STEAM FERRY ATS contractedfor in 
whole 
PUENAM'S PATENT Turn-Tables (a very superior 
=e simple table) of all sizes built to order.at.very feasonable 
rates. 

Car Wheels ot a quality superior to any ever yet made. 
Tam now manufacturing from f t mate ed 
by a process patented by me in February, 1859, whi pendera 
=< es — es mn Car fat pelo an 5 n- 
gines an 0 at as lo 
lower rates than can be found Shewhore AF et 

Rights to manufacture Car Wheels under P. F. Speen $ an- 
nealing process may be Obtained from the Patentee at Wells- 
ville, O.,orfrom T. Culbertson, No.8 Fourth Avenue, N. ¥. 

Testimonialsfrom the Superintendents and Master Mechanics 
eh, - Sareea a Mpa S Li se Lge and Steubenville 
and Indiana Railroads, as to the superior quality and durabilit: 
of these Wheels will be furnished on Serlention (i . 


ROUND OAK IRON WORKS, 
STAFFORDSHIRE, 
LORD WARD, Proprietor. 
ANUFACTURE RAILS, PLATES, 
SHEETS, HOOPS BARS of every variety. 
Address RICHARD SMITH, Esq., Dudley. 
UNITED STATES OFFICES. 
NEW YORK, No. 17.Nassau. St. 
BALTIMORE, over Farmers’ & Mer. Bank. 
NORRIS & BROTHER, Agents. 


RAILROAD’ TRON 
AND COMMON BARS. 


HE u le Agents to Messrs. Guest & 


proprietors tke : Dowlais Iron W near Cont i Monee 
Wate, dul muvee agontract for aio tha 


RB. & J, MAKIN, 70° Broad st. 























bite Lat A st. {tm 


BOOK CTURER,| 
i AND LITHOGRAPHER, 


ga 








" GLASS. 
F.HOPKINS & ne 


IMPORTERS, 
193 Pearl St.. NEW YORE, | 


LACKAWANNA_ 
IRON AND COAL COMPANY, 
SCRANTON, LUZERNE CO., PA. 


BY od ru fotien of the Daz.swane, Lacxaw a 
R » 
Byars PG ORES from m the mast celeb 


Jersey, W: bination with Ch thetea native or 
Ww. L eir 
cogauality of i 

orks have hag: create 


surpassed. ss 
ogi HAM eect ca ae 
Spikes, and ravens Sey have om baad 














terns for 'T’ the f weights per linea! yard, 
viz —25, 40, 45 
Samples of RAILS and M TRON may bag a 
e Place, N. 


ffice of the Company, 46 
Address J. H. SCRANTON, President, 
Scranton, Pa. 
DAVID 7 pena = 


NEW om 


RAILROAD IRON. 


QoNzBACTS for RAILS, at a fixed price or on commis- 
sion, delivered at an English port, or at a port in the 
United States, will be made by the undersigned, 


THEODORE DEHON, 
10 Wall st., near Broadway, N, ¥. 
500 tons T' Rails on hand, 54 to 57 Ibs. per lineal yard. 


RAILI tOAD IRON, 


ndersigned nts for the manufactu are 
BE Updersigned: ON TRACTS POH RAILS adit. 
ihe yar board at ports in England. or exship at ports in the 


Mf, K. JESUP & COMP’Y, 
44 Exchange Place. 


New York, ist June, 1859. 


or 











GENTLEMAN who has upwards of 26 years experience 

in conducting an extensive machine manufactnring busi 

ness. (as principal) writes a good hand and has a thorough 

pepe of accounts and general business routine, wishes 

an engagement with some established concern where his ser- 
vices would command a fair compensation. 

Satisfactory evidence of business ¢ pacity and integrity wif 

be furnished. 
‘Address S, box 962 Baltimore Post Office. : 3m32 


METALS for RAILROAD COMPANIES. 
LUCIUS HART, 


IMPORTER AND DEALER IN MET 


ALS, 
4 and 6 Burling Slip, NEW YORK. 


BLOCK TIN. | SPELTER,. or a 
ANTIMONY. | Pie Le AD. | oN 


RAILROAD IRON. — 
WOOD, MORRELL & CO., 


git! a leased the extensive Works of the ay = ery 
H'i® IN COMPANY, situated at Jonnsrown, Cambria 
Co., ee and purchased all their real estate, are now pre> 
pared to execute, at short notice, orders for RAILS of any 
required pattern or weight, on the most liberahterms. 


Po riCn, waaay 5 Sag —- Walnmt ake 
MORRIS..& JONES .&.CO., 
IRON MERCHANTS, 

MARKET AND SIXTEENTH 
PHILADELPHIA. — 
IRON AND STEEL 


IN ALL THEIR "CAR ARURS 


BOILER PLAT Z 
BOLLE Rivers, ikOAD rnom 


Our NA NAILS and SPIKES, 
sce tpn: dt ng Mills, 


eae sien ed 
ri 
aera S ot 











can be executed. 


RAILROAD IRON. 


a 











main a 


















. AR CACLNRMS 
G. B. GORDON, | - 
IMPORTER AND JOBBER OF J 


HOUSE-FURNISHING HARDWARE, 


MANUFACTURER OF THE 


“OLD EMPIRE” 
COFFEE POT, 























































LOCOMOTIVE TIRES, 
TIRE BARS, 
BOILER PLATES, ETC. 


Fit veteentenel aon srpsid lo esienmten eo EE WATER COOLERS, BATHS, 
TITRES = PLAIN JAPANNED AND STAMPED 
4 = TINWARE. 
Manufactured at these celebrated Works,  \(E== DEALER IN 


OF ALL SIZES. 
A STOCK CONSTANTLY ON HAND. 


Tinman’s Tools, é’ 
Copper Bottoms, 






atari Se ENDER, BPR, testa eee Rana Wee: | 
For sale, at manufacturer's prices, by 7 258 PEARL STREET, 
M. K. JESUP & COMP’Y, ADJOINING U. 8. HOTEL, 1 


44 Exchange Place, New York, 


SOLE AGENTS for the UNITED STATES and CANADAS. NEW YORK. 
RAILROAD IRON. IRON BOILER FLUES. “ sea pewonen h | 














17 undersigned, having been appointed Agents for! JLAP=-WELDED BOILER FLUES, 


essts. BoLckow & VAUGHAN, proprietors of the 


























en, 0 Se 
ESTON, MIDDLESBRO’, and: WITTON PARK [2% 27 inches outside diameter, cut to definite length, 2 to 20] 4 one CEMENT ROE 
aS ae, Lemans tty Wrought tron Welded Tuber! | iene | Emenee] | 
IRON of @ superior quality and on the most advantageous|; > OTs I ‘s Stops, Valves, Flanges, etc., e cate ro Apa ge RB paps 
MEAD & BELL MANUFACTURED AND FOR SALE BY of the country 510 BROADWAY, N. Ys 
17 William st. N.Y. | MORRIS, TASKER & CO.,| | 7k | SOnws’s CROSLEY, 
PASCAL IRON WORKS. a 
RAILROAD IRON. Established 1821. THE LAWRENCEVILLE MANUF’G 
The Crescent Manvfacturing Company | WAREHOUSK—209 SOUTH THIRD STREET, 
WHEELING, VA., sar EEILADELPHIA. ” |CHEMENT COMPANY, 
RE now prepared te execute, at short orders for | 708: T+ TASKER, JR. STEPHEN P. M. TASKER. OFFICE 96 W ALL ST 
2A nat ene patter md reg ol 1 Tov NEW YoREK 
Fee eat eee eT WILEINEON, 8 RAILROAD IRON. anutacture ROSENDALE, HY- 


HIS Company m 
a, Va. T DRAGLIC CEMENT of iorand unif 
bs Sedaka HE subscribers are prepared to contract for RAILS ality, and are constantly receiving it fresh from their 


Sif 
R AILRO AD TRON. ace a oy al Fan aN oad at ‘a port in the United Works at Rosendale. Particular attention paid to grinding 


Ane, oad peeking in ouperict, cas c varsent s to ons 

under water, and attain a hardness excelle no Cemen 

4 bees undersigned, mts for the Manufacturers, are pre- RAI L ROAD EQ U | P M E N Ts manufactured. Ithas met the approval of Government, and 
to contract to deliver, free on board at shipping 





ports or at ports of discharge in the United States,| "pon favorable terms, ee er We Works and Public Balldings. 
R A TL 8 OF SUPERIOR QUALITY JOHN W. HULL & CO., or sale upon favorable terms by addressing. 
and of weight or pattern as may be required. ; No. 41 Exchange Place, NEW YORE. WM. N. BEACH, President. 





VOSE, LIVINGSTON & CO., CHAS, E. LAWRENCE, Sec’y. 
. 9 South William st. | PAY, WOOD & CO., |\GEMENT, PLASTER, ETC. 
ae whe elses 214 Pearl st. NEW YORK, THE HUDSON RIVER CEMENT CO, 


R AIL RO AD IRON 2 MANUFACTURERS OF HAYE commenced manufacturing for the season, and can 


erior article of fresh Rosendale 


THE RE NSSE L AE R IRON COMP ANY, WHITE LEAD, ZINC, Counemae Caloined Plaster, Farmers’ Plaster and 














Marble Dust. Address 
TROY. N. VY COPAL VARNISHES AND “HUDSON RIVER CEMENT COMPANY, 
* 9 2 29 "3 J r. PP A IT s - 12 Jersey City, N. J. 
OO" paired by peppers. Also, PUTTY, PAINTS and COLORS. Rosendale Hydraulic Cement. 
OLD RATLS HE NEWARK AND ROSENDALE CEMENT COMPANY 
received -dabhedes for b way for re-manofacturing, T H E re now receiving fresh from the Mills their ap- 


a 
ed ROSENDALE CEMENT, warranted pure and fre 
Suro, Ny, |RAILROAD IRON MILL COMPANY, |Som auiok, trme, and which hae given ‘uch, gemerel 
works in whic as m used. urchasers and shippers 
New York Agency: D. OHIO ks in which it has been used. Purch i sh 
SUMING, CROORRE Dope Bee ence pw: | Sebtini Seni ticae comes gectann eh 
39 CUg St. AOTURERS EXCLUSIVELY OF ay: t does not swell and burst the hoops 
RAILROAD IRON, jeidisna Mat aman Be 
‘0 
CAST STEEL, d Viefed Seraee vas corel We ay anaes 
: LING MILL, ha been ressing, 
Of First Quality and Warranted, " |'T my settee moot, and contoed to work tr roads @ | JOHN H. STEPHENS, Prosdont, Nowa, N. 0 
BAR, TOOL, DRILL, AND DIE ‘STHEL,| this line between Bufftlo and Chicago in rerolling old Reile - —— 
LOOOMOTIVE, CAR AND CARRIAGE CAST STEEL. ror ay he liek th day. It is well situated ® | DEX LAFIELD.& BAXTER’S, 
oO R Ss Pp R I N G Ss T B B iF receiving Ralls, | ' Railroad or Lake. Late OGDEN & DELAFIELD, 
eaiine manetier: to She eineny ines "| Onderd mre Gigy MOLINE | | OO tee eer tr ooh 
F ROG ; PLATES; POINTS. ‘| from Roads in other sections, of the country ; and work wf W our CEMENT for public wadien, sealiea purposes. We 
Saw, File; Axe and Plough |'e made with New Irou In the beads, if desired. Tmintscountiy. Teattalnsa great deavee ofnecoueed abel 
Steel. Pre xi ps and Steel-| Apply to d under water, and is a supe rT article for ma- 
ORDERS FELLRD PROMPTLY ax AT LOW PRICES. | = ALBERT G. SMITRH, .|' pes 


,or 
BABS \ r aPe fe the! 
aa February, 

















salon Ht barscis, well Paporned, oh applfention st thelr 
caranee omens, 














LUBRICATING OIL, 


MANUFACTURED BY 


J. C. HULL & SONS, 


(Formerly W. Hur1 & Son,) 
Nos, 108, 110, 119, 114, 116 & 118 Cliff St, 
NEW YORK, 
For Railroads, 
Machine Shops, 
Steamships, | 
Mills, etc. 


Sie OIL having been before the public for a long 
time, and having been extensively used in differ- 
ent parts of the country, and on each occasion meeting with 
ungualified approval, renders the manufacturers confi- 
dent when making the following claims :— 

ist. Its first cost is much less than that of any Oil 
im use, of known merit or acknowledged worth. 

and. It will mot in any way gum or clog up any 
journal or bearing, all the gum in the Oil being en- 
tirely decomposed. 

Srd. It will keep all journals and bearings cool, clean 
and bright as new, thus not only saving wear and 
tear, but saving also no inconsiderable amount of mo= 
tive power. 

4th. It is fully as durable as any Oil in the market, and 
consumers are invited to make their experiments on such 
journals as are inclined to heat up. 

5th. It is sweet and clean, and entirely free from 
all odor or unpleasant smell. 

6th. It will remain limpid at as low a temperature as sperm. 

CERTIFICATES from a large number of Railroad 
and Steamboat officers, also, prominent Manufac- 
turers and Machine Builders, can be seen by applica- 
tion as above. 


TAW & BEERS, 


DEALERS IN 


Sperm, Whale and Elephant Oils, 
Adamantine Car and other Candles, 


AND MANUFACTURERS OF 


TAW’S LUBRICATING 


GREASE 


FOR RAILROAD CARS 
AND HEAVY MACHINERY. 


HIS celebrated GREASE has been in use upwards of 
T Ten years ; and is in the opinionof FORTY RATL- 
ROAD COMPANIES, whom we regularly supply, 


The Cheapest and Best Lubricator in use. 


Parties ordering, will please state the kind of box, or descrip- 


scp denpeianees TAW & BEERS, 
18 SOUTH WATER 8T., 
Philadel 


OIL! OIL! 


PEASE’S 
IMPROVED ENGINE and SIGNAL OIL, 


RAILROADS, STEAMERS, PROPELLERS, 
4ND FOR EVERY CLASS OF 
MACHINERY AND BURNING. 


RACTICAL TESTS, by and Machinists of 

Thousands of Gall this Oil to be superior 

for Burning, and NTY-FIVE per cent. more 

durable than Sperm On Se Lubricating, and the only Oil 

ce at reliable, that will keep bearings coel, 
an 


WILE. NOT Gu™M™ 
In no case has it fhiled to meet the approval of the consumer. 
So Reverie Ont Journal, after 

For sale ONLY by the ee rr 
F. 8S. PEASE, 61 Maim st., BUFFALO. 


eee Th ae © 











THE IMPERIAL 


CAR WHEEL & TIRE 
WORKS, 
JERSEY CITY, N. Lf 
MOORE & ADAMS, § 


MANUFACTURERS OF 





























DOUBLE and SINGLE PLATE 


CAR, ENGINE AND TRUCK WHEELS, = 


MANUFACTURERS AND PROPRIETORS OF 


MOORE’S PATENT 
TRIPLE PLATE CAR WHEEL. 


CHILLED LOCOMOTIVE TIRES, 
Made from the best Charcoal Cold Blast Iron. 


HIRAM W. MOORE, 
GEORGE ADAMS. 





















































G. G. LOBDELL. HS. McCOMBS. OD. P. BUSH. 


BUSH & LOBDELL, 


WILMINGTON, DELAWARE, 
, MANUPACTURERS OF 


CHILLED WHEELS 
TIRES, 
FOR RAILROAD CARS 


AND 


Locomotive Engines, 


ARE PREPARED TO EXECUTE PROMPTLY 
ORDERS TO ANY EXTENT FOR THEIR 


CELEBRATED. WHEELS, 
EITHER SINGLE OR DOUBLE PLATE, 


WITH ‘OR WITHOUT AXLES, 


WHEELS FITTED 
To HAMMERED. or ROLLED AXLES, 


IN THE BEST MANNER, AT THE SHORTEST NOTICE, 


‘ AND ON THE MOST REASONABLE TERMS. 


A. WHITNEY & SONS 


CAR WHEEL WORKS, 


Callowhill & Sixteenth Sts., 
PHILADELPHIA, PENN., 


FURNISH 


CHILLED WHEELS, 


FOR CARS, TRUCKS, and TENDERS. 


CHILLED 
Driving Wheels and Tires, 
FOR LOCOMOTIVES. 
ROLLED. AND. HAMMERED AXLES. 


WHEELS and AXLES; 
FITTED COMPLETE. 








A. N. GRAY, Cleveland, O., 
RECEIVER AND FORWARDER OF 
RAILROAD IRON, CHAIRS & SPIKES. 
Also Cars, Locomotives, 


PURPOSES. 











OF THE 


American. Geographical and ‘Statistical 
SOCIETY, 


The Sixth Number of this Journal is now ready. 


Sabscription Price, $3.00 per year, or 25 


Letters relating to the business of the Fodentaiies ve 
addressed to the Publishers BLA $f] 


JOHN H. SCHULTZ & ©O.3" 


9 Spruce - 
NEW YORE)! 
oi of 











FINANCEAL. 


BANKING and COMMISSION AGENCY. 


A. G FSAUDON, 
No. 54 Wall street, NEW YORK, 
oom of a financial nature. connected with : 

Manufacturing and Commercial Business, and 
operations generally. receive special attention. 
STOCKS, BONDS, NOTES anp PILLS OF EXCHANGE. 
BOUGHT and SOLD on orders. ~~ ° 


‘AV DS 








ened 


THOMAS GEORGE WALKER. DAVID TWEEDIE. 


WALKER & TWEEDIE, 
42 PINE STREET, 
NEW YORK. 


Business Paper and Bills of Exchange negotiated. 
BONDS, STOCKS and other Securities bought and sold. 


W. P. STEELE & OO,~, 
" BANKERS, 
23 WILLIAM STREET, NEW YORK. 


STOCKS and BONDS Bought and Sold on Commission, ~ 
Mercantile Paper and Loans negotiated. 
Advances made on all approved Securities. 





COLLECTIONS MADE throughout the United States and 
Canadas, 





CINCINNATI STOCK EXCHANGE. 


KIRK & CHEEVER 
STOCK BROKERS AND RAILROAD AGENTS, 


No. 83 WEST THIRD T, 
CINCINNATI, OHIO. 


Railroad Stocks, Bonds, etc., bought and sold, on C A 
Regular sales at public auction atthe Munomises” Eohanen 


R.. H. RICKARD,.~ 
MINING AGENT &- STOCK BROKER; 


Office No. 21 Nassau st., NEW YORK. 

Be and sells MINING SHARES, MINES and 
MINERAL LANDS on commission, will examine 
Mines and Minera Lands in auy part of the United States; and: 
— on their vane, e. ete, 

EFERENCES:—P, Chovteau, jr, & Co, New ¥:rk.and St 
Louis, the Hon. Wm. M. Gwin, U. 8. Senator, the Hon, 0. A. 
Peabody, N. Y., the Hon. Sam. F. Butterwortu, N. ¥., Frost 
& Forrest, Com. Mer’s, N.Y., John F. Butterworth, »WY., 
G. 0. Williams & Co. ae Mich., Capt. D. Tyler, Norwich, 
Conn., Rittenhouse, Fant & o., Bankers, Washington, D. ©, 

Particular attention given to Lake Superior business, 


EUGENE THOMSON, 


STOCK AUCTIONEER AND. BROKER, 
No. 37 William st.. NEW YORK. 








UCTION SALES of STOCKS and BONDS. every 
TUESDAY, at 12% o'clock, at the Merchants’ 
RAILROAD BANK, INSURANCE, and other SECO- 


t Pri- 


RITIES bought and sold at the Broxgrs’ Boarp; New 


vate Saiz, or at Avotion. All dividends payable 
York collected, and prompt remittances made. 

NoNE BUT BONA FIDE. QUOTATIONS FURNISHED THE PRESS, 
THR MARKET VALUS OF SECURITIES. WILL) NOT BE» 
PRESSED OR ALTERED, AND DECEPTIVE OR IRRESPONSIB 
CATALOGUES WILL NEVER BE ISSUED. 

showing the capital, dividend months, and last 
semi-annual dividend of the Banks and ’ 
the city of New York, will be torwarded by mail upon 
tion. 


Rererences.— Messrs. Wm. and Jno, O’Briea, 


aR 


I 








mail Cer * 


& Pes teres Greeley. & Co, Cragin & Co, T 

. & rrian, Geo. F. Nesbitt & Oo, Eugene 
isa, te rend age a a John &, Storm; Esq, 

(Prestdent 0, E ing, . 
Niagara Ins. Co.), Marcus ng, Bag, Siler Esq, 
John H. Griscom, M.D,, Rev. Edwin ¥. >" . D., Rev. 
Theo, L. Cuyler, Juhi: Caniinlen, “Hsg., Be . Manierre, 
iow, Ber York; Ouis a . ¥.* Messra. 
‘& Co. Providence, RT nOOTD 
a 
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STOCK AND: ane BROKER, 
No. 43 EXCHANGE ‘PLACE, 


A MORSE © CO... 


49 Wall 
W YORK. 


Boss Stay unt ate ae 


or ohare, prompt exerted. 
Brokers’ Board, me or promptly execu 
Cash advanced round al urities, 


@. VAN BAUR & O0., Ne Y. "OONTINENTAL BK. N.Y, 


- SIMEON DRAPER, Auctioneer. 
By’ SIMEON - DRAPER, 


Orric#, No. 36 PINE 8T.; NEW YORK. 


REGULAR AUCTION SALES 


' At 36 Pine 8t.. EVERY DAY. 
STOCKS and BONDS bought and sold at private gale. 











Sale every day at 1 o’clock. See Catalogues"| 


DS ee ae 





DINGEP & HOLDEN, 
AUCTIONEERS “AND RRAGRSTAPE BROKERS, 


No, 9 NASSAU STRERT, 

Under Messrs. Doncas, Suseman Co; 

SOLOMON DINGEE, 
CHARLES E. HOLDEN, NEW YORK. 
Stocks, Bonds, Mortgages, & Commercial Paper x ae Sold. 

REFERENCES. 

Citizens’ Bank, i N.Y. | Hon FE, D2Gampbelil, Lt. oo, 
Messrs.Th TOs, Wis. 
Bankers, rir ’ | Hon. Judge Lord, LaCrosse, 


cara Sewel Ferris & Jno, M, Levy, Banker, i 
Mg ’ «| Hon. Franklin Stee! ie, Minne- 
Geo. P. Rogers, Esq., “ sota. 


A. Pagid President MeLean.} Aude W, A. Saunders, Bankers, 
Cv, Bank, Illinois, Mt, Pleasant, Towa. 





PETERS, CAMPBELL & CO., 
BANKERS AND DEALERS IN 
, DOMESTIC EXCHANGE? AND. BANK NOTES, 
No. 60 WALL STREET, 
NEW YORK. 


SPECIAL ATTENTION GIVEN ‘TO 


CoLiLbOTrTITONSsS 
IN ALL PARTS OF THE UNITED STATES. 


PETERS, SPENCE & CO., Lynchburg, ‘Vax 
D. Ty 0. PETE a {BREE E SPENCE, 
N. H. GAMPBELL, 


Jas. T. Souren, Esq. 2 Bk Republic, New York City 
Aimacas Besatgs Bh enn end Lonenooe va. 


DUNCAN, SHERMAN & CO,, 
BANKERS, 


Corner PINE and NASSAU Sts., 
Nav YORE, 


188UB 
CIRCULAR NOTES AND LETTERS OF CREDIT, 
FOR TRAVELERS, 
AVATLABLE IN ALL THE PRINCIPAL CITIES OF THE WORLD. 
ALSO, MERCANTILE CREDITS, 
For use in EUROPE, CHINA, ete. eth 


fl MEIGS; Jr. & SMIT, 


BANKERS and BROKERS, 
89 WILLIAM: STREET, 

(Prast Burtpine seLow Wat. Srreer.) 
STOCES and BONDS Bonght and Sold on Commission. 
MERCANTILE PAPER and LOANS Negotiated. 
INTEREST ALLOWED ON DEPOSITS, 

Y¥ MEIGS, Jr. WM. ALEX. SMITH, 
New Yore. May 11, 1858. 


CHAS. A. FISHER, 
Late of the firm of FISHER, DENNY & OO., 
‘ No. 18 Place. 














KS and Bonds aldo , ' 
Sree bought and sold on commission, Loans| 


-} desirous to purchase the Right for one.or ; 
“This M eratian (i 





yet introduced. et eh ted fo oe = Fire 
to smerny ar milan “ si © wew 


Cc. W. pice me a 192 Broadway, New York. 


icietliaannieaananininiintidianeninalibeadiasireemsniadal 





an 


NGINE, - the most: tina, durable and reliable 


Se ee Factories, and arranged 





‘HENRY BURDEN’S 
PATENT REVOLVING 


«| SHINGLING MACHINE. 


HE subscriber having recently pu Rikead 
Machine for the United States, now offers to make: 
of.the Right to ran said achine, or'sell to the f 
achine is + yet in oar 0 norte 
pe har. nity: of: 





ouiigton 
roy Rolling Mills, one + ay Si Bon ‘Troy, 
-, where it has given universal natiafaction. 
advantages over the ordinary; Forge}Haitimer are nu- 
merous 
Considerable saving in first cost; saving in.power ; the entire 
merman’s* 


coviagins in shingler’s, or 
whatever is necessary. 
It ee entirely self-acting: saving in time from the quan- 
tity of work done, as one machine is create of:worki _ 
iron from sixty puddling furnaces ; saving.of waste, as not 
but the scoria is thrown off, and that most effectually ; otiee 
of staffs, as none are r required; 
The time required to furnish a@ bloom being only about six 
seconds, the scoria has no time to set, consequently is got rid 
of much easier than when allowed to congeal, as under the 


hamm 
The ‘ron being discharged from the machine so hot, rolls 

better and is much easier on the rollers and machinery. 
The bars roll sounder, and are much better finished. 
he subscriber feels confident that persons who will examine 
for themselves the machinery in pperation. will find it possesses 
more advantages than have been enume 

For further particulars address the pobscriber at Troy, N.Y. 


P.-A. BURDEN. 
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VULCANIZED RUBBER GOODS, 
MACHINE BELTING, 
STEAM & PISTON PACKING, 
HOSE OF ALL DESCRIPTIONS, 
SHOE SOLEUIN G3 
LACE LEATHER, 
VAZLV ES, 


FIRE antes alae ETC. 


"TELE “BeeE PROE Shoah, 


Lak ote, 











wages, agino attendance. 


“PARKS IMPROVED 
TRACING LINEN, 
PRAWING MATERIALS, 
FORBIGN .AND. DOMESTIC STATIONERY, 
PRINTING & LITHO@RAPHING. 


DEVLIN & HAGAN, 
No. 7 Nassau st., N. Y. 


PROFESSIONAL CARDS. 


Sylvester W. Barnes, 
Chief Engineer Watertown and Madison R.R., Madison, Wie. 


Alfred W. Craven 


Chief Engineer Croton Aqueduct, New York, 


Charlies W. Copeland, 
Steam Marine and Railway Engineer, 
122 Broadway, New York: 


Davidson, M.0O., 


Chief Engineer Havana Railroad Company. 
Havana, Cuba. 





























‘C. Ployd-Jones, 


Engineer Alton and St. Louis Railroad, 
Residence, Vandalia, Jil, 


Gay; Edward F., 


jOivil Engineer, Philadelpb'a, Pa 


Robert B. Gorsuch, 
City of Mexico, 
MEXIOO. 











James H. Grant, 
Civil Engineer, Onristiava, Rutherford Oo., Tenn. 


Theodore D. Judah, 


Chief Engineer, and Commissioner of 
San Francisco and Sacramento Railroad, and of 
hen Rinnalane and Poaxamento Northern Extension Railroad, 
San Franoisoo, Oal. 


S: 'W. Hill, 


Mining Eng’r and Surveyor, Eagle River, Lake Superior. 


Ellwood Morris 
_ Ciyil Engineer, Franklin Institute, hy ee 


“Mills, John Bes G Civil Engineer, 
[ ameevernin R. 20 Hxchange Place, N. Y. 


== Osborne, Tetehant ‘B., » mprae 


Rngineer, Office 73 South 4th st., Philadelphis,. 
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W. Milnor Roberts, 
Civil Engineer, Carlisle, Pa. 
J. S. Sewall, 


CIVIL ENGINEER, 
8ST. PAUL MINNESOTA, 


Silas Seymour, 
Cousulting Engineer and General Agent, 
271 Broadway, N. Y. 


Shanly, Walter, 


Grand Tronk Railway. Toronte. Canada. 


Charles L. Schlatter, 
Chief Engineer Brunawick and Florida Railroad, 
Brunswick, Georgia. 

















Charles B. Stuart, 


Consulting Engineer, 19 Nassau str., New York. 


Trautwine, John C., 
Civil Engineer and Architect, Philadelphia. 


A. B. Warford, 


Chief Engineer, Susquehanna Railroad, Harrisburg \Pa. 


INSTRUMENTS. 


H. w. Hunter, 


ANUFACTURER of Railroad, Surveying, and Drawing 
Instruments, etc., etc, 169 William st,, New Yorx. 
N. B.—Bronze and Silver Medals awarded for the Best Rail- 
road and Surveying Instruments, 1856 and 1857, 
r= P- 


===) E. BROWN’S SON, 


MANUFACTURERS OF 


TRANSITS, LEVELS, 
RODS, CHAINS, ETC. 
No, 27 FULTON SLIP, N. ¥. 


) ENGINEERS’ AND SURVEYORS’ 
amINSTRUMENTS, MADE BY 
Edmund Draper, 
Surviving partner of 
STANCLIFFE a DRAPER, 



































~ below Walnut, 


No.22 Pear Street, SS 
eo PHILADELPHIA. 


near Third St., 








J. T. Hobby, tormery sawYER & HOBBY,) 


Mie wees Instrument Maker, at the old stand, 
156 Water st., New Yorx. ly33 





James Prentice, 


6 NASSAU 8&t., N. Y., Manufacturer of Mathematical In- 
struments of every description. Orders promptly filled, 


W.& L. E. Gurley, Troy, N.Y., 
ANUFACTURERS of Engineers’ and Surveyors’ Instru- 
ments. Descriptive and priced catalogue gratis. 


Knox & Shain, 
MANtF ACTUORERS of Engineering & Telegraphic Instru- 
AE ments, 464 Walnut st , Phila. (7%00 premiums awarded.) 


F. W. & R. King, 
MARUrACTURERS of Engineers’, Surveying and Draw- 
ing Instruments, No. 226 Baltimore st., Ba. timorse, Md, 


Richard Patten, 


NG lay of Mathematical Instruments to the 
U. 8. Government, No. 58 Baltimore st,, BALTIMORE, Md. 


James W. Queen & Co., Philad., 

pAhorAcrorErs of Engineers’ Levels, ‘Transita, 

Chains, Tapes, dec. Priced catalogues by mail gratis, 
Wm. J. TOWNE 


AS removed his Engineering snd Surveying Instrument 
Manfactory to No. 43 North Seventh Street 1 Philadelphia. 


H. SAWYER 
(of tho late firm of SAWYER & HOBBY), 


MAtoE ‘ACTURER of Transits and has removed 
to Union P «se, near Waxburton Av. Yonkers, N.Y, 


Hugo Harttman, 


‘acu tae Wook ot, PumaSethsel, Soryyon Ire 


























RAILROAD SUPPLIES. 


GILBERT, MURDOCK & 'CO., 
No. 64 Exchange Place, 


NEV YoRFEZz, 
er agents for, and prepared to furnish at manu- 


facturers’ prices, 


RAILROAD IRON, 
LOCOMOTIVE ENGINES, 
RAILROAD CARS, 
CAR WHEELS, 
AXLES, CHAIRS, 
SPIKES, TOOLS, 


ETc. HTo. 
All inquiries in reference to ‘the above articles will 
receive ‘ramediate attention. 
New Yor«, January, 1859. 


GEO. M. FREEMAN, 


SUCCESSOR TO 


PRATT & FREEMAN, 
PHILADELPHIA 
RAILWAY SUPPLY AGENCY, 
No. 123 WALNUT STREET, 
PHILADELPHIA. 
Railroad Materials, Locomotive and Car Findings, 
MACHINERY AND MAOHINISTS TOOLS, 


MINERS’ TOOLS, ETC. 
SF COTTON WASTE. 4 





WHITE AND YELLOW CAR GREASE, 
LOCOMOTIVE BRASS WORK, 
Baggage Checks, Barrows, ete., ete., 


RAILROAD LANTERNS, SIGNAL LIGHTS, 
STEAM’ GAUGES, COCKS: AND -WHISTLES, 
INDIA RUBBER HOSE PACKINGS, ETC. 
LANTERNS OF ALL DESCRIPTIONS 
ENGINE, STATION, AND SIGNAL BELLS, 
uw Superior Car Upholstery, etc. 64 


AGENCY OF THE KEROSENE OIL COMPANY. 
BS Orders solicited, promptly filled, and forwarded with 
despatch and care at the manufacturers’ lowest prices. 


Ss. 5B. BOWLES, 
MANUFACTURER AND DEALER IN 


RAILROAD 
SUPPLIES, 


No. 12 GOLD STREET, ° 


(Between PLATT and MAIDEN LANE.) 


Nev ToR sz. 
HOLT, GILSON & CO., 


MANUFACTURERS AND DEALERS 


RAILROAD & STEAMBOAT 


SUPPLIES, 


5S WATER ST, ESTO N Chg 
LOCOMOTIVES ann CARS, 
Rails, Sleepers, Chairs, Spikes, Wheels, Ales and Tire. 


BOILER TUBES. AND FELTING, 


BOLTS, .NUTS Tee 
aa Sate ax ASHERS. 

















RAILROAD SUPPLIES. — 


WILLIAMS & “PAGE, 
No, 44 Water; Boston, Mas Mass. Streets, 







irén Bs — =— Spikes, 
FREIGHT T AND OAL CARS, 
hand or made at short notice,) 
Wheels and Axles of all kinds, 
LOWMOOR, AMES’, BOWLING axp NASHUA TIRES, 


IRON AND STEEL, 
Of all kinds for Shops and Tracks, 

Car Trimmings, Paints, Oil, Varnish, Oar and Switch 
Locks, Ventilators, Lanterns, Head-Lights, Gauges, Rubber 
Springs, Chairs, Hose and Belting, Ash, Pine and other Tim- 
ber, and ALL MATERIALS USED in Equipment and Repairs of 
Railroads, Engines and Cars, at lowest prices, 


THOS. 8. WILLTAMS, PHILIP 8. PAGE, 


Late Sup’t Boston & Maine R. R. | Late Pacz. Atpen & Co, 


REFERENCES. 
James Haywarp, President | Puzips, Dongs & Co., N.Y. 
Boston - Maine R. R. Coorrr, Hewitt & Co., do. 
Capt. Wx. H. Swirr, Boston. | Retves, Boor & Co., Phila 
Wm, E. Corrie & Co.,do.| E. 8. Onuspnovan Chicago, 
8. M. Fexrow, Pres’t Phila, W. & B. BR. RB. 


Morris K. Jesup. JouN Kennepy. Giueap A. Smirs. 
M. K. JESUP & COMP’Y, 
RAILWAY AGENTS & BANKERS, 
44 EXCHANGE PLACE, 
NEVVT YORE, 
AGENTS FOR THE SALE OF 
Foreign and American’ Railroad Iron, 
AND ALL MATERIALS NECESSARY FOR THE 
Construction, Equipment & Operating of Railways. 
RAILWAY AND OTHER SECURITIES 
BOUGHT AND SOLD 


Either privately or at the Board of Brokers. 


A.S. & A. G. WHITON 
32 PINE 8T., NEW YORK, 
DEALERS IN 
RAILROAD IRON, 
CHAIRS AND SPIKES, 


LOCOMOTIVES, #63 
PASSENGER AND FREIGHT CARS. 


MANUFACTURERS’ AGENTS 


R Xoller’s Iron Turn Tables, —~ ane Patent Blower, 
Gardiner’s Volute Car Springs and 


RAILWAY SUPPLIES GENERALLY. 


ALSO * 
NEGOTIATORS OF SECURITIES. 


A. BRIDGES & €O., 


MANUFACTURERS AND DEALERS I= 


RAILROAD. AND CAR 


FINDINGS, 


OF EVERY DESCRIPTION, 
64 COURTLANDT S8T., NEW YORK. 


RAILROAD AXLES, WHEELS AND CHAIRS, 
SPL ns, BOTs, 
NUTS,. WASHERS, 
CAR, SHIP AND BRIDGE BOLTS. 
TRON FORGINGS OF VARIOUS KINDS, ETC., ETO, 

STEEL AND RUBBER SPRIN 


LOCOMOTIVE AND HARD Lawes 
ORTABLE FORGES AND JACK SORBWS: 
oorroNn 


























Vet England Gar Spring Co. 


SOnia MAWUFAGTURERS 
CoS OF THE ZN 


Tao 
wh CO ay 


ih, \ 
Ht ih 
MH 


IMPROVED BUFFER 


Sridia Rubber Gan Bhoinas. r : 








OFFICE, 61 CHAMBERS STREET, 


NEW YORK. x 





. UNION RAILROAD CAR WOR 
Harlan « Hollingsworth,|©*" PORTSMOUTH, Va. mrt 


WILMINGTON, DELAWARE, REIGHT, PASSENGER, BAGGAGE, EXPRESS, MAR. 
KET, COAL, LUMBER and HAND CARS, manufactured 
at this establishment of the best maatertal, andin the Most 
apraoven manner, with either Plate or Spoke Wheels 
0 Axles, of Salisbury or other Iron. Trucks fitted up, or 
Wheels and axles separately will be furnished at the shortest 
matics and shipped to any part of the United States. 

Hay extensive arrangements and superior 
facilit itles for manufacturing at this establishment, orders 
will pe received and contracts made for equipping entire 
roads at short notice. 


MANUFACTURERS OF ALL KINDS OF G. W. GRICE, Agent. 
RAILROAD MACHINERY. 
ASSENGER CARS ofthe Sneek finish, or ll kinds of "TTT .A 
FREIGHT OARS. DUMPING OARS: HAND Caks,| 7 aaaant ‘TION. 
WHEELS and AXLES, DeREe SPRINGS” — in fact Teer undersigned has devised and patented the only system 
everything for the full equipment. of a road. of VENTILATION for Buildings, Vessels, RAIL-~ 
From our long guperience in Ca1 building, and our|/R CARS, etc., by which spontaneous ventila-= 
facilities for do ork, w are enabled to give em- on Seas effectually carried out; and iswilling to dispose of 
ge. yy in Bs ta particular. the same to parties desirous of pure wdhasihe ata reasonable price. 
rom our location, and conveniences for ship-| Address RY RUTTAN, 


A. L. ARCHAMBAU LT, | ee oe cal 


MANUFACTURER OF ne ore leo oxtene'velr engaged in building Lron Ves- 
PORTABLE STEAM HOISTING, |fn22) Pom Stee™ Wrork’in gemeral.” Alf onder WEISSENBORN’S PATENT 
AND PUMPING ENGINES, executed with despatch and on reasonable te: 


Pion $1030 horsé-power, an Incrustation Preventer 
STATIONARY BNGINES, from to ito honepewer. |THE HARRISBURG CAR COMPANY, Pes eee yeaA bie tere 


8S. E. cor. Fifteenth and Hamilton Sts., ' ° 
aa ES ADELPHIA. HARRISBURG, P ENN Ase FFECTUALLY obviates the Formation of Scale 
RE prepared to fill the heaviest orders for Pa: on the Plates by separating the incrusting matter 


ani of eet Gare gage, » Cattle, ce, from the water before it enters the boiler, at the same time 


densing a lai rtion of the steam and suppi: the 

tedin oe centre of the Iron, Coal, an ate Jd dh we i pad 
C A Wa We 0 R RK S. resin - ripen wile bering thea mh alee purified water to the boiler at about boiling heat. “The apparar 
machinery, with alarge aving of well seasoned | lumbe tus. is compact, simple, and applicable to ail kinds of Engines. 
oe hand, and an 'Hastern Superintendent th {Recent modifications render itgtillmore efficient than heretofore 
, wor department of the Pepenger aad Testimony as to its'successfal operation in preventing scale, 
man ness, this company Se-land also ax a HEATER AND CONDENSER, can 

oie furnishee by the substriber. 
robably no. modern improvement connected with Steam 
=| perot combinesso many advantages as this. The econom y 
atiof peel cteme tebe a ate ee ee ys the 
“eos © apparatus. . Prices reduce erms easy. 
ind neat hand cars constantly on hand. STEWART KERR, Engineer, 


ts erprep Agent, 15 Broadway, NEW YORK. 


























